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FRIDAY, OCTOBER 19, 1877. 





Train Accidents in September. 


The following accidents are included in our record for the 
month of September: 





REAR COLLISIONS. 


On the afternoon of the Ist a passenger train on the Spring- 
field, Athol & Northeastern road ran intoacoal car which 
had been left standing on the main track at West Ware, Mass. 
The coal car was badly broken, the engine somewhat one 
and the baggageman hurt. e accident was caused by the 
failure of the operator at the preceding station to notify the 
passenger train to look out for the car. 

On the 5th an oil train on the Atlautic & Great Western 
road ran into seven oil cars which had just broken loose from 
a preceding train near Newburg, O. e engine and several 
cars were badly broken and the wreck at once caught fire, com- 
pletely destroying the engine and 11 cars. The intense heat 
of the burning oil destreyed the track, fences and everything 
in the neighborhood for some distance. 

On the afternoon of the 5th a passenger train on the Narra- 
gansett Pier Railroad ran into therear of a ballast train near 
Peacedale, R. L., and the engine was somewhat damaged. 

On the night of the 6th a coal train on the Buffalo. New 
York & Philadelphia Railway broke in two near Yorkshire 
Centre, N. Y., and the rear section afterwards ran into the 
forward one, wrecking eight cars. 

Late on the night of the 7tha wie train on the Eastern 
Railroad ran into the rear ofa preceding freight, which had 
stopped at Beverley, Mass., wrecking several cars and block- 
ing the road until morning. 

very early on the morning of the 9th a Virginia Midland 
passenger train raninto the rear of a stock train on the Alex- 
andria & Washington road, near Fort Runyon, Va., wrecking 
several cars and damaging the engine. The wreck caught fire 
and several cars were burned up. The stock conductor was 
injured and a number of cattle were killed. It does not ap- 
pear that any proper signals were shown. 

On the 10th, ina heavy fog, a stock train on the Union Pa- 
cific road ran into the rear of a preceding freight train near 
Jackson, Neb. Several cars were wrecked and some cattle 
killed. 

On the evening of the 10th a freight train on the Pittsburgh, 
Cincinnati & St. Louis road ran into some stock cars at Mans- 
field Pa., damaging them somewhat. 

On the 11th a switching engine on the Peoria, Pekin & Jack- 
sonville road ran into the rear of a freight train which was 
standingon the track at Jacksonville, .» breaking several 
cars badly. ; 

On the evening of the 13tha Lang of train on the Syra- 
cuse Branch of the Rome, Watertown & Ogdensburg road ran 
into the rear of another which was standing on the main line 
track at Sandy Creek Junction, N.Y. Two cars were damaged 
and a brakeman hurt. P ; 

On the morning of the 15th a mail train on the Philadelphia 
& Erie road ran into the rear ofafreight train near Muncy, 
Pa., wrecking several freight cars and badly damaging the 
engine and two cars of the mail. The wreck caught fire and 
was burned up. The engineman and express messenger were 
caught in the wreck and burned to death. . 

On .he morning of the 17th a passenger train on the Boston 
& Lowell road ran into the rear of a preceding passenger train 
at Winchester, Mass., doing som+ damage and injuring seyen 
persons slightly. 

On the morning of the 20th a light engine or dummy used by 
the Superintendent of the road rau into the rear of a passenger 
train on the New York Central & Hudson River road, which 
had stopped at Lock Berlin, N. Y., to repair a slight mishap to 
the engine. The rear passenger car was slightly and the 
dummy badly damaged; its engineman was so hurt that he 
afterwards died, and two trainmen were slightly hurt. The pas- 
senger conductor had sent back a flag, but the men on the 
dummy failed to see it. f 

On the morning of the 22d an express train on the Lake 
Shore & Michigan Southern road ran into the rear of a freight 
train, which had gone into a siding at Mishawaka, Ind., but 
had left a car projeeting over on the main track. The engine 
and several cars were badly broken. 

On the morning of the 22d a freight train on the Vermont 
Central road broke in two on a grade near Milton, Vt., and the 
engineman putting on steam to avoid the detached section ran 
into a preceding train wrecking several cars r 

A minute after the detached cars of his own train came up 
and piled up upon the rear of the wreck, breaking several more 
cars badly. The engineman was hurt. . : 

On the morning of the 25th a freight train on the Ohio & 
Mississippi ran into the rear of a preceding freight near Wash- 
ington, Ind., damaging the engine and wrecking several cars. 
There was a dense fog at the time, which prevented the signals 
being seen. = tt 

On the afternoonof the 27th an express passenger train on 
the Boston & Albany road ran over a misplaced switch and 
into some freight ears standing ona siding at Warren 88. 
Three freight cars were wrecked, the engine badly and the mail 
car slightly damaged and the engineman and fireman hurt. 

On the afternoon of the 27th a passenger train on the Ver- 
mont Central road ran into the rear of a freight train near 
Bethel, Vt., doing a little damage to the engine. 

On the night of the 27th a switching engine on the Hannibal 
& St. Joseph road ran over a misplaced switch and into some 
cars standing on a siding in the yard at West Quincy, Mo., 
doing considerable damage to both engine and cars. 

On the 29th a passenger train on the Atlantic & Great West- 
ern road ran into the rear of a freight, which was standing on 
the track at Cambridge, O. The engine was badly damaged, 
two freight cars wrecked and the firemat hurt. 

BUTTING COLLISIONS. 


On the ist there was a butting collision between a freight 
train and a switching engine in the Ohio & Mississippi yard at 
Springfield, Ill., by which both engines were slightly damaged. 
It is said that the men on the switching engine knew that the 
freight was due, but thought that they could run down the 
yout before it came in. 

On the evening of the 6th there was a butting coilision be- 
tween two freight trains on the Southeru Railroad of Long 
Island at Valley Stream, N. Y. Both engines were badly dam- 


aged. 

On the night of the 13th an east-bound freight train on the 
Chicago, Rock Island & Pacific road ran into the head of a 
west-bound freight, which was just going into a siding at Vic- 
tor, Ia. An engine and 12 cars were wrecked, a brakeman 
killed and two other trainmen hurt. It is stated that the en- 

ineman of the east-bound train should have looked out for 
the other train, and that he was running too fast at any rate. 

Early on the morning of the 16th there was a butting col- 
lision between two freight trains on the Pittsburgh, Cincinna- 


ti & St. Louis road, near Hilliard’s, O., by which both engines 


and several cars were wrecked an 


a number of hogs killed. 
A brakeman was slightly hurt. 


freight trains on the Chicago, Milwaukee & St. Paul road near 
Rosemont, Minn. Both es and several cars were badly 
broken and the road blocked several hours. 
On the evening of the 17th there was a butting collision 
between two freight trains on the Allegheny Valley road, near 
East Brady, Pa., by which both engines and 18 cars were 
wrecked and a brakeman hart. The accident was caused bya 
misunderstanding of orders. The wreck caught fire and 
several cars were burned br 
On the morning of the 18th, near Montoursville, Pa., on the 
Philadelphia & Erie road, there was a butting collision be- 
tween a regular passenger train and a wrecking train which 
had been at work clearing the track from a previous accident. 
The traveling engineer in charge of the wrecking train was 
severely, and three others slightly hurt. Both engines were 
badly damaged. 
On the afternoon of the 2ist a west bound express train on 
the New York Central & Hudson River road ran over a mis- 
seam switch in Rome, N. Y., and into the head of a way 
eight train on the outside or freight track. The two engines 
were thrown over on their sides, the mail and baggage cars 
and one end of the sleeping coach piled up on top of them and 
several freight cars badly broken, the whole making an un- 
usually bad and difficult wreck,blocking three of the four tracks, 
and taking nearly all night to remove it. The fireman of the 
express, a brakeman and a postal clerk were killed, both en- 
ginemen, three postal clerks and three passengers hurt. It 
appears that shortly before a construction train had crossed 
over the tracks to get to the coal shed, and the switchman, 
who had been 15 years on the road, neglected to close the 
switch, though the passenger train was overdue. 
On the evening of the 25th there was a butting collision be- 
tween a freight train anda wild engine on the West meme | 
Railroad, near Glassboro, N.J. Both engines were damaged, 
several cars broken up and the road blocked all night. A 
fireman was burt. 
On the evening of the 27th a freight train in the Cincinnati, 
Hamilton & Dayton yard, m Cincinnati, was turned on the 
wrong track and backed right into the passenger depot upon 
the track where a train was waiting to go out. The engine- 
man, seeing it coming, to save his train started the engine, 
which was not yet <n pm to the train, and ran into the 
freight, wrecking several cars, but checking it so that the pas- 
senger train escaped injury. 
On the night of the 29th, near Decatur, Ill., on the Wabash 
Railway, there was a butting collision between two freight 
trains by which both engines and several cars were wrecked. 
The wreck caught fire and was burned up. A tramp, who was 
stealing a ride, was killed and two trainmen slightly hurt. The 
accident was caused by the trainmen on one of the trains, who 
had received orders to wait at the last station for an opposin 
train, but pulled out after a preceving train had passed, whic 
they supposed to be the one for which they were to wait. 
CROSSING COLLISION. 


On the ist, as a west-bound train on the Baltimore & Ohio 
road was pulling across the main track into a siding at New- 
ark, O., an east-bound express came up and struck the rear 
car of the other train, which was still partly on the main 
track, and damaged it badly, tearing out one end and throw- 
ing it nearly over. Iltissaid that the brakes on the east-bound 
train were put on, but failed to hold it. 

DERAILMENTS, BROKEN RAIL. 


On the afternoon of the 3d a passenger train on the Wicomico 
& Pocomoke road was thrown from the track at St. Martin, 
Md., by a broken rail. The engine ran intoa qen7 stand- 
ing close to the track and was badly damaged. The conductor 
was slightly hurt. 

On the 6tha freight train on the Cleveland & Pittsburgh 
road was thrown from the track by a broken rail near Steuben- 
ville, O., and went down a bank, wrecking several cars, killing 
one man and injuring five others. 

On the 10th five cars of a freight train on the Houston & 
‘Texas Central road were thrown from the track by a broken 
rail near Denison, lex. The caboose was wrecked, injuring 
the conductor fatally and a brakeman less severely. 

On the evening of the 26th a passenger train on the Little 
Miami road ran off the track near sey cn O., all the train, 
except one car, leaving the rails. e accident was caused by 
a broken rail. 

DERAILMENT, BROKEN AXLE. 


On the morning of the 20th, as an express train on the Pitts- 
burgh Division of the Baltimore & Ohio road was crossing the 
bridge over Mill Creek, near Cassellman, Pa., an axle broke 
under the tender, and the tender and three cars were thrown 
from the track and damaged, injuring three trainmen and nine 
passengers, none of them very badly. 

DERAILMENT, BROKEN BRIDGE. 


On the Ista trestle bridge on the Walla Walla & Columbia 

River road, nearSummit, Wash. Ter., gave way under a freight 

train and several cars went down and were wrecked. 
DERAILMENTS, SPREADING OF BAILS. 

On the night of the 1st a freight train on the Texas & Pacific 
road was thrown from the track by the spreading of the rails, 
near Dallas, Tex., wrecking severul cars. 

On the 4th a construction train on the Fond du Lac, Amboy 
& Peoria road was thrown from the track by the spreading of 
the rails, near Fond du Lac, Wis. The engine was damaged, 
three cars badly broken and two laborers hurt. 

On the evening of the 10th the engine and nine cars of a 
freight train on the Lexington Branch of the Missouri Pacific 
road were thrown from the track by the spreading of the rails 
near Sedalia, Mo., doing much damage. 

On the afternoon of the 27th the five rear cars of a freight 
train on the Providence & Springfield road were thrown from 
the track by the spreading of the rails near Olneyville, R. I. 
Three cars went down a low bank and another was thrown 
directly across the track and upset. The road was blocked 
nearly four hours. 

On the afternoon of the 27th a passenger train on the Bangor 
& Piscataquis road was thrown from the track by the — 
of the rails near Basin Mills, Me., blocking the road severa 


hours. 

On the 30th 11 cars of a stock train on the Hannibal & St. 
Joseph road were thrown from the track near Palmyra, Mo., 
by the spreading ot the rails. Most of the cars went down a 
bank and were piled up together at the bottom and badly 
broken, killing some cattie and hogs. 

DERAILMENTS, RAIL OUT FOR REPAIRS. 

On the afternoon of the 20th the engine and three cars of a 
freight train on the St. Paul & Duluth road ran off the track 
near St. Paul, Minn., at a place where some trackmen had 
taken out a rail for repairs. The engineman was slightly hurt. 
The train had been stopped by a signal, but started up again, 


a signal to go ahead. 


the rails had been taken up from a bridge for repairs. 
DERAILMENTS, CATTLE. 
Wis., and the engine was thrown from the track. 


& Annapolis road ran over an ox near Horton a N. 
and two cars were thrown from the track, blocking the 





On the 16th there was a butting collision between two | an hour. 


On the 28th the engine of a freight train on the River ! : 
Division of the Chicago, Milwaukee & St. Paul was thrown | the Lowndes Railroad, a short lumber branch of the Baltimore 
from the track and slightly damaged at Lemoille, Minn., where | & Ohio in West Virginia, exploded its ee and was badly 


: ; i ‘ isville & Nashville road exp] 
On the night of the 3d a freight train on the Chicago & Louisvi - > 
Northwestern road ran over some borses near Little Suamico, | Ky-. The engine was torn to pieces, several cars wrecked, the 


On the morning of the 4th a passenger train on the Windsor 


On the morning ofthe 11th a passenger train on the Lehigh 
Valley road ran over a cow near Hazleton, Pa., and the whole 
train was thrown from the track. Two trainmen and a passen- 
ger were hurt. 

_On the 11th the engine of a freight train on the Ohio & Mis- 
sissippi ran over a cow near Aurora, Ind., and was thrown 
from the track. The engineman jumped and was badly hurt. 

On the afternoon of the 13tha runaway horse ran between 
two cars of a moving express train on the New York, Provi- 
dence & Boston road at Richmond Switch, R. I. The smoking 
car was thrown from the track and badly broken, and two other 
one had their trucks damaged. The road was blocked two 

ours. 

Early on the morning of the 15th a freight train on the Phiia- 
delpbia & Erie road ran over a cow near Williamsport, Pa., and 
the engine and 14 cars were thrown from the track, killing the 
engineman, injuring the conductor and a brakeman. 

On the 20th an accommodation train on the Philadelphia & 
Reading r. ad ran over a cow near Trevorton, Pa., and the 
whole train left the track. 

On the afternoon of the 28th the engine of a freight train on 
the Pennsylvania Railroad was thrown from the track at Mull- 
vale, Pa., by a cow which had strayed on the track. 
DERAILMENTS, ACCIDENTAL OBSTRUCTION. 


On the morning of the 4th a freight train on the Naugatuck 
road struck a large stone which some workmen were rolling 
across the track in Bridgeport, Conn., and the engine was 
thrown from the track and slightly damaged. 

On the 7th a freight train on the Syracuse, Binghamton & 
New York road ran into a push car loaded with rails, which 
some section hands had left standing on the track near Syra- 
cuse, N. The engine was badly damaged and one of the 
rails went clea through the boiler. Both engineman and fire- 
man were badly scalded. 

On the morning of the 19th a brake-beam fell on the track 
from a car in a — train on the Baltimore & Ohio road, 
near Petroleum, W. Va., and 13 cars were thrown from the 
track. A tramp, who was stealing a ride, was killed, and 
another burt. 

On the morning of the 30th several cars of a freight train on 
the Chicago, Bur poe & Quincy road were thrown from the 
track by a board, which had dropped from the tender upon the 
rails, near Aurora, II]. 

DERAILMENTS, MISPLACED SWITCH. 


On the 5th the engine of a freight train on the Intercolonial 
road was thrown from the track by a misplaced switch at 
Thomson, N. 8., blocking the road several hours. 

On the evening of the 7th a freight train on the Catawissa 
Railroad was thrown from the track by a misplaced switch 
near a bridge over a highway at Montgomery, Pa. The engine 
ran over on the stringers, but three cars following upset and 
carried down the bridge with them, the cars and bridge being 
piled up in a bad wreck. A brakeman was killed. 

On the morning of the 11th the engine and three cars of a 
freight train on the Erie Railway were thrown from the track 
by a misplaced switch at Middletown, N. Y., blocking both 
tracks two hours. 

Early on the morning of the 15th a passenger train on the 
New Jersey Midland road struck a misplaced switch near 
Ridgefield Park, N. J., and the whole train lett the track, tear- 
ing up the rails and ties and doing some damage. The switch 
had been left open by the trainmen on a freight train, which 
had just before gone on the siding at that point. 

On the night of the 21st the engine of a freight train on the 
Boston & Maine road was thrown from the track by a mis- 
placed switch at Reading, Mass., and badly damaged. 

On the morning of the 27th two cars of a freight train on 
the Chicago & Northwestern road ran off the track at Bay 
View, Wis., and a brakeman was hurt. The accident was 
caused by a misplaced switch. 

DERAILMENT WITH MALICIOUS INTENT. 


On the 22d the engine of a passenger train on the Illinois 
Central road was thrown from the track near Oglesby, Ill., by 
some ties which had been piled on the track. e train was 
running slowly up grade, and but little damage was done. 
V-ry early on the morning of the 25th a passenger train on 
the Dlinois Central road was thrown the track by some cbstruc- 
tions piled on the rails near Sandoval, Ill., and seven persons 
were slightly hurt. Masked men were seen near the wreck, 
and it is believed that they intended to rob the train, but were 
frightened away. 

DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 
On the morning of the 4th eight cars of a freight train on 
the Tennessee & Pacific road ran off the track near Greenhill, 
Tenn., damaging some of the cars badly. 

On the morning of the 6th a freight train on the Missouri 
Pacific road ran off the track near Kansas City, Mo. The road 
was blocked nearly all night. 

On the evening of the 6th a freight train on the Springfield, 
Athol & Northeastern road ran off the track in Springfield, 
Mass., blocking the road several hours. 

On the night of the 7th the engine of a freight train on the 
Mississippi Central road ran off the track near Arlington, Ky., 
blocking the road until morning. 

On the evening of the 7th the engine and two cars of a freigh 
train on the Cleveland, Columbus, Cincinnati & Indianapolis 
road were thrown from the track at Wellington, O., blocking 
the road nearly six hours. 

On the evening of the 19th a freight train on the New Bruns- 
wick & Canada road ran off the track near McAdam Junction, 
N. B., blocking the read all night. 

On the morning of the 20th an excursion train on the Peach 
Bottom road was thrown from the track near Lutz Bridge, Pa. 
Two boys, who were on the platform of a car, were killed, one 
passenger badly and six others slightly hurt. 

On the afternoon of the 24th, as the engine of a special train 
on the Milwaukee Division of the Chicago & Northwestern was 
being run on the turn-table at Highland Park, IIl., it could not 
be stopped in time and ran off on the wrong side and upset, 
doing some damage. 

On the afternoon of the 24th a freight train on the Parker & 
Karns City road ran oft the track near Petrolia, Pa., wreck- 
ing the engine and ge g one man fatally. 

Early on the morning of the 27th the engine of a freight 
train on the Hartford. vidence & Fishkill road ran off the 
track in Providence, R. L, blocking the road two hours. 

On the morning of the 27th three cars of « freight train on 
the Chicago & Northwestern road jumped the track at a switch 
in De Kalb, Ill., blocking the road three hours. 

On the evening of the 28th, as a freight train on the Boston 
& Albany road was going around a curve at Charlton, Maszs., 
three passenger cars bound for the Allston shop, which were 
on the rear end of the train, jumped the track and upset in 


the engineman mistaking some movement of the trackmen for | ‘be ditch. One track was blocked several hours. 


BOILER EXPLOSIONS. 
On the evening of the 22d the engine of a freight train on 


wrecked, killing the engineman and =" 7 e fireman. 
On the night of the 26th the engine of a freight train on the 
ed its boiler at Rocky Hill, 


engineman, fireman and a brakeman killed and six others hurt. 
Some valuable trotting horses were on the train; two of them 
were killed and some others burt. 


8 
road OTHER ACCIDENTS. 





On the evening of the 19th a baggage car in an emigrant 
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train on the Erie Railway was set on fire by sparks from the loco- 
motive, when near Paterson, N. J., and was partially destroyed, 
delaying the train an hour. 

Late on the night of the 20th, as a passenger train on the 
Germantown Branch of the Philadelphia & Reading road was 
near Nicetown, Pa., a crank-pin broke and the loose connect- 
ing rods tore out nearly all the machinery on that side of the 
engine. Subsequent examination showed that an old crack 
had extended nearly half through the crank-pin. 

On the afternoon of the 26th the engine of a freight train on 
the Erie Railway broke a connecting rod near Clifton, N. J., 
doing some damage and delaying the train some time. 

This is a total of 84 accidents, by which 20 persons were 
killed and 88 injured. There were 14 accidents by which one 
or more persons were killed; 19 accidents caused injuries less 
than death, while 50, or 59.5 per cent. of the whole number, 
caused no injury serious enough for record. 


These accidents may be classed as to their nature and causes 
as follows : 
COLLISIONS: 
Rear collisions ...............0. 
Butting collisions . 
Crossing collision 


Ree e eee eee eee we eeeeeeeeeseee 





DERAILMENTS: 
Unexplained 
MO, BE Sos viswnddnd seuss oduccsus tice enGabeeanensansies 
Broken axle..... 
Broken bridge..... sece 
Spreading of rails........ 
Rail removed for repairs. 
Cattle on track............. 
Accidental obstruction............... 
Misplaced switch.............. 
Malicious obstruction 


CARH R RRR eee HEH Ee Obes Come eeeeeeeseseses 
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ete CRAIN sais ctcndcin'bsecnsscocsccvsebdaedbhs dlaskkes bi caeunaek 2 
CRS DUCE WEIS SUMING «0.0.0.6 0:05 nonsinngasenehacanasdinaasebees 1 
See SROME ORB. ode cc cde 00s 0conssvcdebeeteieniebdben mieknesnne 1 
Broken connecting rod 1 


Four collisions were caused by trains breaking in two; three 
by mistakes in or disobedience of orders; three by mis- 
placed switches ; two by fog ; one each by want of signals, 
by failure of brakes, by carelessness in sidetracking a 
train, and by careless running. There were 23 accidents 
traceable directly to defects or failures of road or equip- 
ment. Of the collisions four were between passenger 
trains, 10 between passenger and freight and 18 between 
freight trains ; 13 derailments were of passenger and 33 
of freight trains ; of the other accidents two happened to 
passenger and three to freight trains. 

As compared with September, 1876, there was a de- 
crease of 22 accidents, of 21 in the number killed, and of 
45 in that of injured. 

There is little calling for special remark in the month's 





ous State legislatures during their next session.—(Proposed 
by Clemens Herschel.) 


Resolved, That the form of memoria] submitted, be adopted 
by the Society, be signed by the President and Secretary and 
transmitted to the two Houses of Congress.—(Proposed by 
Clemens Herschel. - 


Resolved, That a committee of five be appointed by the 
President to consider and report upon what is the best system 
of weights and measures for the use of engineers in the United 
States ; that this committee have power to confer with com- 
mittees from other societies for a like p se, and that the 
foregoing be submitted to this > acted upon by 
letter ballot.— (Proposed by Theodore G. Ellis.) 





Car Wheels by the “Baltimore Car Wheel Company. 


The fact that the wheels used under railroad cars in Europe 
are of considerably larger diameter than those used in this 
country has, within a few years, attracted the attention of rail- 
road engineers here, and has led to the introduction of 36 and 
42 in. wheels on a number of roads, chiefly under sleeping and 
drawing-room cars. This increase of the size of wheels seems 
to have met with much favor, and we hear of their introduction 
and of the success of the experiment wherever tried. One of 
the difficulties in the way of their introduction is the fact that 
unless the trucks are specially designed for the purpose the 
car-bodies are elevated so much by the large wheels that the 
draw-bars do not conform to the standard height on other 
cars. The truck which is illustrated in this number of the 
Railroad Gazette was designed by Mr. W. 8. G. Baker, Presi- 
dent of the Baltimore Car Wheel Company, to use 42 in. 
wheels under cars as now arranged without disturbing 
the present height above the rails. The side fram- 
ing is of wrought iron; the top plate 3x14 in., the 
centre and end diagonal bracing forming the pedestal jaws 
and truss 3 X lin., the pedestal-jaw braces 3 X % in., each 
formed in one piece, and bent into the proper shape while hut 














record. The broken rails are in unusual number for the 
season, and there is an entire absence of wash-outs and 
land-slides. Nine accidents, three collisions and six de- 
railments, caused by misplaced switches, are a large pro- 





portion and indicate too great carelessness in that re- 
spect. The number of collisions is large enough to indi- 
cate a considerable want of system in working traffic 
over a single track, or a want of due care in carrying 
out existing systems. The only broken bridge recorded 
was a wooden trestle, concerning which we have no par- 
ticulars. 

For the year ending with September the record is as fol- 
lows : 











OQetODEP. 2.0. ccccccce cpecceccesecs 115 
Movember... ..  sccccccsccccccces 96 23 135 
December. ....cccccce cocccccece 88 94 141 
January.....-. &  —«s@ bwweses- es 147 10 148 
WeWruUaxy......ccccccee cocecccere 56 5 41 
ES ree ee 58 9 81 
BPE cor cvrccccccccrce seccece 69 13 34 
MAY. ....cc0 ccccccccces sececesce 46 12 41 
June . 49 16 92 
Tully. ...cccccccccccccecs 53 21 144 
August 98 46 220 
September 84 20 88 

Totals 947 309 1,230 





The averages per day for the month were 2.80 accidents, 0.67 
killed and 2.93 injured ; for the year they were 2.59 accidents, 
0.85 killed and 3.37 injured. The average casualties per acci- 
dent were for the month 0.238 killed and 1.048 injured ; for the 
year, 0.326 killed and 1.299 injured. ; 








Defeated Resolutions of the American Society of 
Civil Engineers. 





The following resolutions were presented at the last annual 
convention of the Society of Civil Engineers held in New Or- 
leans and were submitted to a letter ballot of the members. 
The vote has recently been counted, with the result of an 
overwhelming majority against all the resolutions: 


Resolved, That a committee of five, whose names shall be 
selected by letter ballot, shall be appointed to draft a law 
covering the points outlined on pages 125, 126, 127, 128, Trans- 
actions, May, 1875, adding thereto the necessary provisions to 
secure the inspection by experts of all questionable bridges 
now in existence. ; 

And further, that this law so drafted shall be submitted, to- 
gether with a resolution recommending its adoption by the 
various State legislatures, to the Society for letter ballot, and 
if approved, that printed copies of the said law and the accom- 
panying resolution be sent to the members of the Society, 
with a request that they move actively, each in his own State, 
toward procuring the passage of the specified law by the vari- 
ous State legislatures during the coming winter.--( Proposed 
by C. Shaier Smith.) 

Il. 


Resolved, That a committee of five, whose names shall be 
selected by letter ballot, shall be appointed to draft a law re- 
quiring tests of finished bridges before, and at stated times 
after, their opening for public travel. : 

And further, that this law so drafted shall be submitted, to- 
gether with a resolution recommending its adoption by the 
various State legislatures, to this Society for letter ballot, and, 
if approved, that printed copies of the said law and the accom- 
panying resolution be sent to the members of the Society, with 
a request that they move actively, each in his own State, 
toward procuring the passage of the specified law by the vari- 
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LOCOMOTIVE TRUCK WHEEL: 
By the Baltamore Car Wheel Company. 


on a former—block. The pedestal-jaw frames are protected 
with cast-iron liners, which can be removed and replaced when 
worn out. The equalizing bars are formed of two pieces 34% X 
34 in. placed edgewise four inches apart on each side of the 
framing and resting on bearings formed on top of the boxes. 
The springs are grouped ten to each box, and bear against the 
under side of the framing and are placed 50 in. apart from 
centre to centre, and are carried in stirrups made of 3 X 4% in. 
iron. With this arrangement any desired play of the axle box 
in the pedestal jaws can be secured without disturbing the 
present elevation of the car-bodies. 

We are also able to give our readers in this number a series 
of engravings of all the different kinds of wheels manufactured 
by the Baltimore Car Wheel Company. Notwithstanding the 
almost universal use of cast-iron wheels in this country, it is 
extremely difficult to find correct drawings, made to a scale, 
which represent the form and proportions of such wheels. 
Owing to their peculiar shape a car wheel is a very difficult ob- 
ject to represent correctly, if it must be drawn from sketches 
and measurements taken from the wheel itself. Our engravy- 
ings, we think, will therefore be very interesting and useful to 
draftsmen and engineers in cases when they want to use or 
select a wheel for a certain purpose. The engravings are made 
from drawings furnished by the Car Wheel Company and may 
be relied upon as correct. The weights are also given in each 
engraving, the letters “‘N. T.” and “B. T.” signifying broad 
tread and narrow tread. 


Henry Meiggs. 


Reports which came from Lima recently of the illness of 
Henry Meiggs, the noted speculator and builder of railroads, 
are now followed by an announcement of his death. The ca- 
lamities which this remarkable man met with during the later 

ears of acareer which had been so full of startling successes 
ed to several paralytic strokes, and itis presumed that these 
were the cause of his death. He was a native of New York 
State, having been born in Catskill, Greene County, on the 7th 
of July, 1811, and first attained prominence in Boston as a suc- 
joke > young merchant, previous to his advent nm New York in 
1835. What money Meiggs acquired in Boston he gained 
through speculation in lumber, and when he arrived in the 
Metropolis he devoted bis attention to the same article of mer- 

















chandise, and in two years, there is reason to believe, he ob- 
tained a arge fortune, which was entirely lost in the financial 
panic of 1837. He kept manfully at work, however, and a year 
afterward he was the owner of a large lumber-yard in Williams 
burg, then an unincorporated town in charge of a Board of 
Trustees of which he was President. He contracted to build 
St. Mark’s Church in that town; and, years afterward, durin 
his exile in South America, he sent the a of tha 
Church $2,000 to free them from debt. Mei g8 again be- 
came insolvent in 1842, and he removed his home to New York, 
where, during the next few years, he gave much attention to 
the fine arts, and founded the American Musical Institute. For 
many years afterward he found time, in the midst of mighty 
enterprises, to encourage musicians and assist them in the pros 
motion of their schemes. Upon the discovery of gold in Cali- 
fornia Henry Meiggs left this neighborhood forever. His de- 
— was made in a unique and characteristic manner. He 
oe 4 a mag my! yo and sailed ——— the 
ape with bis brother, John J. Meiggs, arriving in , I 
at San Francisco, where he sold his cargo at a profit of $0,000" 
This money he pocketed, and he went to work in a lumber- 
yard to study the advantages of that trade in the Territory, 
preparing his a in the meantime for a great speculation, 
Afterward with 500 men he went into the forests of Contra 
Costa and felled the noblest trees. which were floated through 
San Francisco Bay to a wharf which he had built in the oly, 
and in a steam saw-mill which he had erected with a part of his 
capital, the lumber was made salable, and from the results of 
this enterprise the profit to Henry Meiggs was $500,000. Thence- 
forward he was the most prominent man in California until 
the 5th of October, 1854. He conducted land and lumber enter- 
rises of great magnitude, and was esteemed by everybody for 
is generosity ; but the financial crisis of 1854 crippled him, 
and his attempt to save the fortunes of his friends as well as 
his own utterly ruined him. In his frenzy Meiggs committed 
forgeries amounting to more than $900,000, and, finding that 
pea yr) was inevitable, he sailed southward with his wife 
and children on the bark American on the day already men- 
tioned. Meiggs found a harbor of refuge in Chili, and his 
name, associa with remarkable schemes, has since been 
constantly before the world. Engineers of note estimated that 
to build the Valparaiso & Santiago Railroad from Liailai to 
Santiago would cost $27,000,000, and that the work would take 
eight years. The distance was 33 miles; there was a rise of 
4, feet, and there were mountains of rock and hugs abysses 
all along the way. Meiggs finished the work in four 
vears for $12,000,000, and secured a profit of $1,320,000 for 
himself. On July 5, 1860, the first train went over the 
road, Perez, the President of Chili, with his Cabinet and 
the Archbis op, yy Sy the engine with the contrac- 
tor. A painting of the scene which followed the arrival 
of the train at a now adorns the capitol in that 
place. Meiggs refused to become a citizen of Chili and 
to accept public office there; but he lived in princel 
splendor in Santiago until 1867, when he began to build 
railroads for Peru. In that country he built in all 1,007 
miles of road, all of which are now practically useless. 
The cost to the Government was altogether $126,000,000, 
At one time financiers all over the world were enthusiastic 
about these enter prises. In 1876 the price of Peruvian 
bonds in London fell to 13, and they are now unsalable. 
Meiggs completed his first Peruvian enterprise, a road 
from Moliendo, on the coast, to Arequipa, 90 miles inland, 
in January, 1871. The work was interrupted by the earth- 
quake of August, 1868, but was pushed forw with alac- 
rity afterward. To commemorate its completion Meiggs 
is reported to have spent $600,000 in medals. He gave 
magnificent entertainments in Mollendo and Arequipa and 
chartered the steamship Panama to bring 600 guests from 
Lima. President Balta attended the fete in Arequipa with 
a mihtary escort of 1,000 men. Meiggs lived in Lima in 
a house two stories high, the lower floor of which was oc- 
cupied by stores, while the upper floor contained 70 rooms 
fitted up in regal style. He was always prepared for 
8 at dinner, and naval officers frequently went from 
allao to Lima to dine with him. Meiges improved the 
City of Lima by tearing down the old wall and laying out 
a beautiful park on its site. For this work he was granted 
much valuable land by the Government. Meiggs has 
been accused of bribing public officers in Peru to assist 
him in his schemes. In the construction of railroads he 
employed the natives, and they worked well under his 
superintendence. Although he was a man devoid of 
principle, bis memory is revered by the poor wherever 
he has lived. His money flowed freely for the cause of 
charity, and before he left San Francisco in disgrace 
he managed to pay all his poorer creditors. Yet he was 
to the last unscrupulous; for when last year the news 
reached Lima that Peruvian bonds had fallen to the lowest 
figure in London, he obtained by bribery, it is alleged, a con- 
tract to continue the Oroya road over the Andes, and to drain 
the famous mines of Cerro de Pasco. New paper was issued 
on this contract, which the Government qeeniess, and 
Meiggs caused it to be understood that he had secured 
financial support in New York and London. He then began 
to draw bills on his brother in London at 90 days, which were 
accepted on exchange, and confidence was once more felt in 
Meiggs, until it became known that the drafts made on his 
brother were not paid at sight. He made one more attempt 
to regain his foothold, but his speculations had injured the 
credit of Peru, the paper dollar, or sol, having fallen in value 
from 90 to 36 cents, and at this time his health began to give 
way rapidly. There are said to be many contestants to his 
will, but it isnot likely that the successful ones will gain much. 
Meiggs was a man of imposing presence, and was a mathema- 
tician of wonderful skill and quickness.—New York Times. 





Valuable Ballast. 

The Virginia & Truckee Railroad in Nevada carries a large 
amount of silver ore from the mines on its line to the mi 
where it is worked. A considerable part of the road is ballasted 
with the sand and dust shaken out of the ore cars, and it is 
said that samples from this ballast have assayed at the rate of 
$50 in silver to the ton. The company could certainly consider 
its road-bed as a valuable asset at that rate. 


First Railroad Impressions. 

A man from Honey Lake saw a railroad for the first time in 
his life the other day at Reno. In speaking of the wonder toa 
friend he said: ‘‘ The forward thing just gin a couple of coughs 
and then the whole string of ’em got up and started ri ht off.” 

“That thar lead steer pulls powe: fine,” was what the 
Oregon man said when his two sons, living at Elko, took him 
out to the railroad track far the first look at the cars. 

“What you call ’um; — no hoss?” asked the Piute 
Indian when he saw the t train.— Virginia ( Nev.) Entre- 
prise. 

A Hard Head. 


A Georgia paper tells of a negro who, being tired, selected 
the track of the Central Railroad near the town of Gogginsville 
as an ——— place fora nap. Presently an express train 
came along and the whole of it passed over the sleeping man 
before it could be stopped, but when the horrified trainmen 
went back to pick up the mangled remains, they found them 
not only alive but grumbling vociferously over a small patch of 
skin missing from the back of his head. No further injury was 
visible, and an internal application of whisky from a passen- 
ger’s flask stopped all complaint. 
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Editorial Announcements. ° 


Passes,—All connected with this paper are forbidden to 
ask for passes under any circumstances, and we will be thank- 
ful to have any act of the kind reported to this office. 





Addresses.— Business letters should be addressed and drafis 
made payable to THE RartRoaD GAZETTE. Uommunications 
for the attention of the Editors should be addressed Eprtor 
RAILROAD GAZETTE. 








Adverti We wish it distinctly understood that we 
will entertain no proposition to publish anything in this your- 
nal for pay, EXOEPT aes THE ADVERTISING CoLUMNS. We give 
in our edi columns OUR OWN A apse g and those only, 
and in our news columns present such matter as we con- 
—_ interesting and important to our readers. Those who 

wish to recommend their inventions, machi », supplies, 
fnancral schemes, etc., to our readers can do 8 o frilly ™m our 
advertising cohemene, 0 hut it is useless to ask us 4 recommend 
them editorially, either for money orin consideration of adver- 
tising patronage. 





Contributions.—Subscribers and others will materially as- 
sist us in pry our news accurate and complete if they will 
send us ea rly information of events which take place under 
their observ , such as — in railroad officers, organi- 


zations and changes of companies, the letting, progress and 


completion o acts for new works or important improve- 
ments of Oat ewan, ones, 3 in the construction of roads 
and mach and 1n their management, particulars as to 


pred business of railroads, and suggestions as to its improve- 
Discussions of subjects pertaining to ALL. DEPARTMENTS 
of ww rattroad business by men practically acquainted with them 
are especially desired. s will oblige us by Lesvos 
early copies of notices of meetings, elections, ntments 
and e d espectaly annual reports, some notice of al poor which wil! 
be hed 








THE INSPECTION OF BRIDCES. 


IL. 


STRAINS ON BRIDGES. 

A bridge inspector to be thoroughly qualified for his 
duties should have some knowledge of the nature of the 
strains to which the different members of a bridge are 
subjected. It would lead beyond the scope of these arti- 
cles to undertake to give any explanation of the principles 
of the strains which bridges must bear, and unfortunately 
there is no elementary book, which seems to be exactly 
adapted to the wants of persons with little or no mathe- 
matical knowledge. Mr. A. P. Boller’s ‘‘Iron Bridges” 
is perhaps the best. Shreve’s ‘‘Strains of Bridges and 
Roofs” is very good, but the reader must have some 
knowledge of algebra and geometry to comprehend it. 

STRENGTH OF MATERIALS. 

An inspector should also have some knowledge of the 
strains to which it is safe to subject the different materials 
of which bridges are constructed. A common idea among 
those who have never studied or thought about this sub- 
ject is that if a bar of wrought iron will not break ata 
strain of less than 50,000 Ibs. per square inch of section, 
it would then carry loads of a few thousand pounds 
less with safety. Experience has shown, however, that 


when wrought iron is subjected to somewhat 
fess than half its ultimate or breaking strain, 
it is then permanently stretched. Now in a 


bridge, if this should occur, it is evident that rods 
stretched in this way would become slack and would not 
thereafter bear their proportion of the loads, so that the 
otber members would then be subjected to greater 
strain than they were calculated for, or than they are able 
to resist, possibly. For these reasons the strains which 
material should bear ought always to be considerably be- 
low the elastic limit. If it were possible to determine ex- 
actly the strains which, under all circumstances, the mem- 
bers of a bridge must carry, and if it could be 
known precisely what the elastic limit of the ma- 
terial is, then, doubtless, it would be safe to 
subject such material to strains very nearly up to that 
limit; but as bridges are exposed to great and sudden 
variations of load, producing strains upon the structure 


which cannot be calculated with strict exactness, and as 
the material of which the parts are constructed varies in 
quality, it is impossible to know the precise limits of its 
elasticity; therefore, a considerable margin of strength 
must be allowed so as to be certain that the structure will 
be strong enough. Bars of wrought iron should therefore 
not be subjected to greater tensile strains than one-fifth of 
their ultimate or breaking strains. 

The distinction between the two kinds of strains to 
which the members of a bridge are subjected should also 
be clearly understood and kept in mind. Thus the bot- 
tom chords of truss bridges are always subjected to tensile 


. | strains,* and will break as a string breaks if it is pulled 


hard enough at each end. The top chords, on the other 
hand, are subjected to compressive strains. The effect of 


469} these is to tend to buckle or bend the members 


sideways, just as a light walking stick will 
bend if we bear much weight on it. In the 
web or panel system, the character of the strains 


which the different parts bear varies with the design of 
the bridge. In a Howe truss, for example, the diagonal 


5| members are subjected to strains of compression, and the 


vertical rods to tension. In a Pratt truss this is just 
reversed, the verticals being posts or compression mem- 
bers, and the diagonals tension rods. In lattice bridges 
some of the diagonal members are subjected to 
strains of compression and some to tension, and 
some at times to one and again to another. Now 
stretching a string or iron bar, as everybody knows, 
draws it in a straight line, and as compression tends to 
bend a bar sideways, it follows that any deflection of a 
member of a bridge which must resist compression, indi- 
cates that it is bearing too much strain, whereas the de- 
flection of a tension member indicates that it is bearing 
too little. This principle should never be lost sight of in 
bridge inspection. When any distortion of the parts of a 
bridge occurs, it indicates that there is some- 
thing wrong, and the cause should be sought. This ap- 
plies to loose nuts, bolts, rivets, etc., and when there 
are repeatedly found to be loose or broken, it indicates 
that they are subjected to some kind of improper disturb- 
ance, and the reason should be looked for and found. 


CONNECTIONS OF THE PARTS. 

The remarks which have been made about the connec- 
tions of the floor system applies with equal or greater 
force to those of the web or panel system of the trusses 
themselves. It matters very little how strong a post or a rod 
of a bridge is, if its fastenings are not secure. Toa bridge 
more than to any other structure the principle applies, 
that its greatest strength is only equal to that of its weak- 
est part. For this reason the attachments and connections 
should be examined with great care. If the fastenings 
consist of screws and nuts, it should be seen whether the 
former have full threads and whether the nuts have 
worked loose, or the washers, if there are any under the 
nuts, are sound or broken. In some cases the screws on 
the ends of the rods are of the same diameter measured 
over the outside of the threads as the rod itself. In such 
cases the largest diameter which should be relied upon for 
the strength of the rod is that at the bottom or root of the 
thread. 

When the parts are connected together by eyes and pins 
the fastenings which hold the pins in position should be 
examined to see whether they are secure. Generally the 
pins are held by a thin nut, screwed on the end of the pin, 
the latter being riveted over to keep the nut from turning. 
An examination of the paint will usually show whether the 
nut has moved. 

CASTINGS. 

When the rods and posts are connected to the top and 
bottom chords by means of cast-iron blocks, the most 
scrupulous care should be taken to examine these to see 
whether they are cracked. There is probably more danger 
to be apprehended from these than from almost any 
other source, especially if they are of complicated form. 
If any of the strains are transmitted through lugs, the 
strength of the latter should be ascertained, and an abun- 
dant margin of safety allowed. It was to a defect of this 
kind that the melancholy Ashtabula accident was due. 
Another case brought to the notice of the writer was that 
of a bridge with cast-iron joint-blocks, many of which, 
on inspection, were found to be cracked, and the bridge 


was just ready to fall. Fortunately it was dis- 
covered in time to prevent a serious accident. Such 
castings should be carefully examined over their 


whole surface, and, if it is possible, on the 
inside as well* as on the outside, alight being used 
for the latter purpose if necessary. It sometimes happens 
that castings are made of such a form that water can 
lodge in their cavities, and in winter it will freeze and 
thus crack the casting. To prevent this, holes may be 
drilled to drain off the water. 


INSPECTION WHEN LOADED. 
The joint castings, and in fact nearly all the parts ofa 
bridge, should be examined while a train or engine is 
running oyer it. Defects may be revealed under the influ- 








* ‘An exception should perhaps be made i in the case “of swing draw 
bridges, in which the bottom chords are sometimes in compression | 





when the bridge is open. 


ence of a load which would not be apparent without. This 
is especially the case with cracks in castings. 
ADJUSTING A BRIDGE. 

When a person not acquainted with the subject is placed 
in charge of the bridges on a railroad, he is very apt to 
feel that, in order to do his duty, he ought to do some- 
thing to the bridges, and under this mistaken feeling of 
responsibility he is apt to begin screwing up the rods and 
‘‘adjusting” the bridge without any definite idea of what 
he should do, or is. trying to accomplish. In this way he 
may serio~sly overstrain some parts, and the mischief he 
may do will bein proportion to his zeal and his ignor- 
ance. In wooden bridges the danger is less from 
this cause than in those built entirely of iron, 
because the wood has such elasticity that the strains will 
be distributed. Inspectors should know that in a properly 
adjusted bridge the counter rods should not be strained 
at all when there is no train on the bridge or when it is 
loaded uniformly over its whole length. The counter 
rods are strained when the bridge is loaded at one end 
only. An inspector who is ignorant of this fact, on 
examining a bridge either with or without a train on it, 
and on finding that the counter rods are then slack, is 
very apt to conclude therefrom that they are not doing 
their part of the work. If he should tighten them up the 
effect will be that some of the members will be placed in 
a state of tension before the bridge is loaded, which will 
have the effect of increasing the strain that the members 
must bear by an amount equal to the tension of the coun- 
ter rods. 

A good rule to observe is, not to attempt to adjust the 
strains on a bridge so long as there is no evidence that it 
has been disturbed after its erection. If there ix reason 
for believing that the bridge is not in proper adjustment, 
and never was, the best way is to call the attention of the 
builders to it, or, if the case is hazardous, to support it 
temporarily by timber work. 

It is a common error to suppose that as iron expands and 
contracts a different adjustment is needed in summer from 
that in winter. It should be known, however, that all the 
parts of a bridge built entirely of iron expand equally, or 
so nearly equally that it may be considered so, and there- 
fore the contraction or expansion of one part is compen- 
sated by the contraction or expansion of all the other parts. 
The only provision for the effects of temperature is to al- 
low at least one of the ends which rest on the piers or 
abutments to move freely, as the distance between the abut- 
ments is not altered by heat or cold. If both ends of 
an iron bridge span :re free to move on the abutments, it 
should be noted from time to time whether the changes of 
temperature cause it to ‘* crawl” on the bridge seat, or 
base on which the ends of the span rest. It may happen 
that one end will be moved by expansion in one direction, 
and that when the weather grows colder, so that the bridge 
contracts, thatend may remain fixed and the other be 
drawn towards it. By frequent repetition of this process 
the position of the bridge may be materially changed. 


JOINTS CF COMPRESSION MEMBERS. 

If the joints of compression members are not perfect, 
that is, it they bear on one side or at top or bottom only, 
then the strains are very much increased on that side, and 
diminished on the other, and at the same time the ten- 
dency to deflect sideways is very much increased. It 
should be observed, therefore, whether the joints of the 
compression members are perfect; if not it indicates 
either bad workmanship in the first place, or else distor. 
tion after its erection, the cause of which should be 
learned. 

Next week we will have something to say ubout lateral 
bracing. 


Through and Local Freight on Trunk Lines. 





Two tables contained in the last Michigan Central re- 
port, each but a page long, give a great deal of interesting 
information regarding the course of traffic such as is not 
often to be had, the reports of but two or three other com- 
panies, we believe, covering similar ground. These are 
the tables which show the number, mileage and earnings 
of passengers, local and through separately, and east- 
bound and west-bound separately, and the number of tons, 
mileage and earnings of freight in a similar manner. 
Most of the figures in these tables we copy in a summary 
of the report elsewhere, and we have made some comments 
on the facts shown in the passenger traffic table, as illus- 
trative of the peculiar course of business during the Cen- 
tennial year, caused chiefly by the general course of travel 
to Philadelphia, and the extremely low rates for all through 
traffic as well as Centennial traffic generally. 

The freight traffic, however, is quite as interesting as 
the passenger, though probably not so exceptional, from 
the fact that great differences between through and local 
freight rates have long existed, and excessively low 
through rates have frequently occurred, though never so 


low as last year, and usually for a_ shorter 
period than then, and very seldom in both di- 
rections at once. Moreover, local freight traffic 


is not reduced, as local passenger traffic may be, by the 
existence of exceptionally low through freight ,rates. On 
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such a road as the Michigan Central, reductions in through 
freight rates are likely to bring an increase in the ship- 
ments, without affecting local freight traffic—at least with- 
out affecting it immediately. There is an indefinite 
amount of this through freight to draw upon, consisting 
of the material which, under ordinary circumstances, is car- 
ried from Chicago to Buffalo by lake. There is not, how- 
ever, the same field for expansion in west-bound through 
freight. Most of that has always gone by rail, and a re- 
duction of rates in this direction, therefore, causes little 
diversion of business. Moreover, most freight westward 
is of the kinds whose consumption is little affected by the 
cost of transportation, which at most is but a very small 
proportion of its value. The only considerable exception 
is anthracite coal, which at the lowest rates yet made the 
railroads have not been able to carry through in competi- 
tion with the lake vessels, to any extent worth mentioning. 

The very first thing that appears from this table, how- 
ever, is the enormous difference between through and lo- 
cal freight rates during the last fiscal year. The average 
per ton per mile on local freight was 1.86 cents—which 
would be regarded asa low rate almost anywhere in the 
world—but the average through rate was but 0.60 cent, or 
less than one-third as great. The year before the averages 
had been 2.09 cents and 0.80 cent, respectively, the re- 
duction being 25 per cent. in the through and 11 per cent. 
in the local rate. 

With these changes of rates there was an increase of 9} 
per cent. in local and of 23 per cent. in through freight 
traffic. 

The average rates, however, were not the same in the 
two directions. On through freight east-bound the rate 
fell from 0.82 to 0.63 cent, or 23} per cent. ; on through 
freight west-bound from 0.78 to 0.50 cent, or 36 per cent. 
Now of course the changes in the bulk of traffic may not 
have been and probably were not due solely to the 
changes in rates, but in through traffic eastward they were 
very largely due to them. We find that in through tonnage 
east-bound there was an increase of 189,654 tons, or 23 per 
cent. in through tonnage westward an increase of 62,350 
tons, or 23} per cent. 

Thus the much larger reduction of the west-bound rate 
was followed by an increase of west-bound traffic only one- 
third as great as that in east-bound traffic following the 
smaller reduction in the east-bound rate. 

Further, it appears that the greatest reductions in west- 
bound rates will not serve to fill a larger proportion of the 
cars moved west for loads. There was one ton through 
west to 2.986 east in 1875-76, and one west to 3.070 east in 
1876-77. 

And, notwithstanding the fact that most of the west- 
bound freight can afford to pay comparatively high rates, 
while a very large part of the east-bound will not move by 
rail at all except at low rates, we find the west-bound 
rates last year were lower bya fifth, and the earnings 
on west-bound through business was 20% per cent. of the 
total through freight earnings. Now it is reasonable to 
suppose that the west-bound freight could be made to earn 
two-fifths or one-half as much as the east-bound. A cent 
per ton per mile—an average rate on all classes of less than 
50 cents per 100 lbs. from New York to Chicago—would 
have produced this result last year; and there is scarcely 
any article in the lowest class which will not bear this 
rate. 

On the whole, while the Michigan Central increased its 
through freight traffic lust year by 23 per cent., its 
through freight earnings were reduced 8% per cent. 

On this road the through freight traffic is enormously 
in excess of the local. Last year there were 353 tons of 
through carried one mile to 100 of local ; yet with this 
enormous difference in the work performed, the local 
freight earnings were $1,946,354 to $2,212,533 of through 
freight earnings; or, to put it differently, 224 per cent. of 
the freight business paid 46} per cent. of the freight earn- 
ings. With such a difference, and the net earnings of the 
road so small, it is difficult to believe that there could 
have been any profit whatever on the through freight. 

Doubtless under any rational system of tariffs, the local 
rates would be materially higher than the through. The 
local traffic costs the most to carry and provide for, and 
aside from this, there is a great deal of through traffic 
which cannot be had at all except at a rate which leaves a 
very narrow margin of profit. But differences such as 
those above are not the result of a rational system, and 
the Michigan Central managers would be among the last 
to say so. That they were inevitable under the existing 
circumstances and that they can be avoided only by 
the co-operation of the trunk lines and their con- 
nections, does not make them the less irra‘ional. 
They are a standing reproach to American railroad 
administration, and they have done more than 
anything else—probably more than all things else 
—to cause popular hostility to railroad interests, 
resulting frequently in unfriendly and altogether unjust 
legislation. That the feeling has recently been less bit- 
ter than formerly is due chiefly to the fact that of late 
years the railroad proprietors have usually suffered the 
whole loss due to the excessive difference between through 
and local rates. They have carried local business at 


’ 





reasonably low rates, and through business at unreason- 
ably low rates, and the stockholders and bondholders 
have suffered accordingly. It is of course their relief 
which is chiefly aimed at in the efforts now made to main- 
tain rates; but one of their most desirable results, if 
successful, will be the reduction of the excessive difference 
so often existing between through and local rates, and the 
shifting of part of the burden of supporting the railroads 
from the local to the through freight, which so often, it is 
altogether probable, bears no part of it. The public 
along the line of a road will complain if they have to pay 
on their local shipments part of the cost of carrying the 
through traffic, and they have a right to. Every effort 
should be made to make all traffic not only pay the cost 
of carrying it, but some share of the interest on the invest- 
ment in the railroad; but only a combined effort can suc- 
ceed in doing this. 








Passenger Traffic in 1876. 


In noticing the report of the President of the Michigan 
Central Railroad Company two weeks ago we observed 
that the decrease of passenger earnings was only an addi- 
tional evidence that, aside from a comparatively small 
number of lines, the railroads profited very little from 
the Centennial traffic, although that traffic was very large. 
The report of the General Superintendent of the same 
road, some figures from which we publish this week, is 
further evidence of this fact, and it also illustrates the pe- 
culiar manner in which traffic was affected by this unusual 
amount of pleasure travel. 

The report gives, what is not common in such docu- 
ments, an account of the through and local business in 
both directions separately. Examining this, we see that 
while there was an increase of no less than 24 per cent. in 
the through passenger traffic of the year, there was a 
decrease of 4} per cent. in the local traffic, 
and the total traffic (passenger mileage) was but 10} per 
cent. greater. This shows, what was anticipated by pas- 





senger agents, that the Centennial traffic would be largely | Ros 


at the expense of other traffic. The journey to Philadel- 
phia took the place of other journeys to a great many, and 
not infrequently limited the traveling of others who did 
not go to the great exhibition, and its effects have lasted 
beyond the Centennial year, doubtless. In 1876-77 we 
find that 31,500 more persons made through trips over the 
Michigan Central than in the previous year, but 108,000 
fewer made local trips, and this in spite of the fact that a 
considerable part of the local traffic was of Centennial 
passengers. 

' Another notable thing is the distribution of the through 
traffic in the two directions. This is usually very nearly 
even. Under ordinary circumstances about as many 
people ride from Detroit to Chicago as from Chi- 
cago to Detroit. During the exhibition, how- 
ever, it was suggested that most of the visi- 
tors would go to Philadelphia by one route and return by 
another ; that a great part, probably the greater part, 
would take advantage of the journey to visit New York or 
New England, and that in such cases they would for the 
most part visit the exhibition first, and so be likely to go 
east to Philadelphia by the most direct route, which for 
most Western people is the Pennsylvania Railroad. Ac- 
cording to this, such roads as the Michigan Central and 
the Lake Shore would be likely to have more passengers 
from the east westward than from the west eastward. 
Actually we find that the Michigan Central had 87,390 
through passengers westward, and but 75,410 eastward, or 
nearly one-sixth more westward—a very large dispropor- 
tion, which, by the way, was an obstacle to conducting 
the large extra business economically, as it compelled the 
hauling of many empty seats eastward. 

An increase of 103 per cent. in passenger traffic, on a 
road and in a country where passenger business has hard- 
ly grown at all for fifteen years, might be thought to be 
sufficiently satisfactory, and so it would have been if aver- 
age rates had been had for carrying it. Unfortunately, 
this was not so. A very large reduction was made on Cen- 
tennial tickets, while for half the year. and nearly all the 
time while traffic was heavy, there was a still larger re- 
duction on ordinary through traffic, so, as we have seen, 
the great increase in business resulted in a loss instead of 
a gain in gross earnings, and doubtiess in most cases in a 
still greater loss in the profits from passenger business. 

Through rates had been extremely low for several 
months the year before, and a reduction below these 
seemed out of the question. Yet there was so large a re- 
duction that the enormous addition of 24 per cent. to 
the through passenger traffic netted a few thousand dol- 
lars less, and the decrease of 4} per cent. in the local traffic 
was so much taken from the remunerative business. If 
the low rates of 1875 on through traffic had been main- 
tained in 1876, there would have been an increase of 
$200,000 in the proceeds of this traffic and in the net earn- 
ings from it. Actually the average through passenger 
rate per mile was 1.75 cents in 1876-77, against 2.18 cents 
the previous year. In the face of this reduction of 20 per 
cent. in the rate, the increase of 24 per cent. in the traffic 
went for nothing, except so far as it served to crowd the 
road and increase expenses. 








Grain Receipts at Atlantic Ports. 


The distribution of the grain receipts at the Atlantic ports 
which we followed closely from week to week last year, when 
the competition of markets was most active, has received little 
attention this year. Our last review of the matter included 
the 16 weeks from the opening of navigation to Aug. 4. For 
that period New York received 45.5 of the total, Baltimore 18.1 
and Philadelphia 12.4 this year, against receipts of 46.2 per 
cent. at New York, 14.3 at Baltimore, and 18.9 at Philadel- 
phia last year. There had thus been little change in New 
York’s position. At that time the all-rail receipts had been 
carried at full rates for but one month. Since that time the 
rail rates have been steadily maintained and once advanced, 
but the water rates have also been advanced, and have been 
much higher than last year. Moreover, the grain movement 
has been much heavier than ever before, 80 much so that the 
total Atlantic rail receipts for the eight weeks since Aug. 4 
have been nearly as great as the total receipts for the sixteen 
weeks previous, and, as we shall see, there has been some 
change in the proportions received at the different ports. 
Receipts of Grain of on pind at Atlantic Ports, for the 24 weeks since the 














pening ion, April 15 to Sept. 29. 

1877 ——-1876 ——, 

Bushels. Percent. Bushels. Per ct. 

Meer Wee ccccceccecccceacces 37,862,436 f 39,473,200 43.9 
PE oosesessceeccceseccccecs MED 79 6,999,277 78 
POwtME . 00. ce ccccccccccccvece 914 04 892,018 1.0 
Montreal. .....0020ccecccrsoces 8,091,167 10.5 9,542,382 10.6 
Philadelphia. .............+.0 206,420 11.9 17,1465.100 191 
NINDS 5 6006s i vesersérseses 12,419,390 16.1 18,388,686 149 
New Orleans..........sesesees 3,331,408 4.3 2,417,828 2.7 
DOR. 00 cb cbes dest ccccce . 77,370,111 100.0 89,858,390 100.0 


The changes, compared with 1876, are in favor of New York 
and Baltimore, and largely against Philadelphia. Baltimore and 
Philadelphia together received 28 per cent. of the total this year, 
against 34 last year, and New York gained nearly as much as they 
lost. To show the later tendency of the traffic, and to compare 
the results of the season of light traffic and rail rates as low 
as water rates last year, with the season of heavy traffic and 
rail rates much higher than water rates this year, we give the 
receipts for the last third of the above period—the eight weeks 
from Aug. 4 to Sept. 29. These were: 














1877.—— -— 1876.———. 
Bushels. P.c. Bushels. P.c. 
19,695,850 2.6 10,037,138 38.3 

8,013,297 8.1 2,390,623 9.1 
121,350 0.3 187,200 0.7 
4,389,389 11.7 3,542,970 135 
4,272,930 114 5,134,950 19.6 
5,177,700 13.8 4,389,300 16.7 
764,906 2.1 535,613 21 
37,435,422 100.0 26,217,794 100.0 


Here we see New York far in advance, being the only port 
which has increased its proportion of the grain receipts since 
July. Last year Philadelphia and Baltimore together during 
these eight weeks received nearly as much as New York 36.3 
per cent. cf the whole against its 38.3. This year the two 
cities have received but 25.2 against New York's 52.6—less than 
half as much. Indeed, they have not profited by the great 
crop of last season—have received a trifle less quantity than 
last year. 

Evidently, as we insisted last year, the great reduction of 
rail rates worked against New York and in favor of Philadel- 
phia and Baltimore. The rail rates were so low last year that 
there ceased to be any saving by the water route, and thus 
New York, the terminus of the water route, stood on a level 
with the other ports which are only termini of rail routes. 
This year since July it has been cheaper to ship by lake 
and canal than by rail, and so the water route has got most of 
the business, and New York, its terminus, has recovered its 
supremacy. 











Foreign ‘Railroad Notes. 


Vishnoo Chimnajee Karve, station master on one of the East 
Indian roads, informs the Indian public that a treatise on the 
locomotive in Marathi (one of the native languages of Northern 
India) is being compiled from English sources, and will be 
sold for two rupees. We are privately informed that the “ Eng- 
lish sources” of this book consist of Forney’s ‘‘ Catechism of 
the Locomotive.” 

Germany during the first half of 1877 imported 168 tons 
of locomotives and tenders and 250 cars,and exported 1,797 
tons of locomotives and tenders and 715 cars. During the 
same time it imported 42,055 tons of rails and exported 88,808 
tons. 

Locomotive building in Germany is said to be in a bad way. 
The facilities of the works for supplying new engines exceed 
the demands of home and foreign roads, and the competition 
for such orders as are given out is said to be so strong that 
there is no question of profite, the builders not venturing to 
hope for more than to keep their reduced forces busy without 
incurting positive loss. Car-building is in better condition 
and better than it has been. Several car-works, however, have 
been wound up and gone out of the business. 

The Commander-in-Chief of the Russian army on the Dan- 
ube complains bitterly of the condition and management of the 
Roumanian railroads (all owned by a company which has ite 
chief office in Vienna). A recently-published letter from the 
Chief of Staff (written in May, however,) calls the Emperor’s 
attention to the fact that just before the Russian army entered 
Roumania the rates were raised, and a rule was made charging 
the government fares for all the passengers the cars would 
hold, when used for transportation of troops, without regard to 
the number actually carried. 

At the same time the company established extraordinarily 
low prices for the use of cars and locomotives (a very large 
number of which had to be furnished by Russia), amounting to 
less than $5 a day for an engine and $10 a month for a car, 
though the same company charges individuals in Roumania 
$24 to $32 a day for an engine and $45 a month for a car. 

Meanwhile, the traffic of the roads being enormously in- 
creased by the military traffic, not the least effort is made to 
secure regularity in the military trains. The staff is altogether 
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insufficient, causing frequent delays and accidents, and the 
company will not increase it. The work of repairs, etc., is also 
prosecuted very slowly, and there is a general negligence, an 
example of which is the fact that fora whole month the cars 
used for carrying soldiers were not lighted at night. 

Perhaps this has had something to do with the construction 
of a new railroad, now well under way by the Russians, which 
will enable them to reach the Danube (at Galatz) without 
using the lines of the Roumanian Company. 

A Russian railroad has ordered a number of new passenger 
cars which are provided with special compartments for card- 
players. It is reported that they are impatiently waited for by 
the patrons of the road. 

There was till recently a standing order in Russia that all 
car axles should be removed after having run 20,000 miles. Re- 
cently the order has been modified so as to apply to passenger- 
car axles only. 

The St. Petersburg horse railroad company, which has fifty- 
six miles of road, explains a great reduction in the number of 
cars it runs by the fact that 170 of its conductors and 150 
drivers have been drafted into the army, to say nothing of 216 
horses also taken for military use. On some of its lines only 
half the former number of trips is made. 

The railroad men of Alsace, Lorraine and Luxemburg have 
united to form a book club for the purchase and circulation 
among them of railroad books, which are become so numerous 
in Germany that even the better paid officers cannot afford to 
to get them all. The cost of membership in the new club is 
50 cents a year. There will be one chief library and two 
branches, and members get books by forwarding a written ap- 
plication. 1t began with 600 members. 

The average receipts per train mile on British railroads 
during the years 1875 and 1876 were: 


1876. 1875. 
PABBENGETS. .....ccccccccccccccccccscevecss $1 17% $1 2046 
Bc cccdecsnece concccesdocs coccccccee 51% 1 50% 


The expenses are not separated for passenger and freight 
trains. They were for all trains 7244 cents in 1876, 73% in 
1875, 75% in 1874, and 734 in 1873. 

There is nothing whatever in the English statistics to indi- 
cate how large the average train has been. 








The United New Jersey Lease. 


The stock of this company has gone down on the Philadel- 
phia Stock Exchange, where it is chiefly dealt in, from 127 to 
113, under continued rumors of the possible breaking of the 
lease, though the Pennsylvania Railroad Company denies all 
share in the proceedings begun in the courts. Two suits ap- 
pear to be now in progress, one in New Jersey and one in 
Pennsylvania. It will be remembered that at the time the 
lease was executed, m 1871, some of the stockholders of the 
United Companies applied to the Chancellor of New Jersey 
for an injunction, which was refused; they then carried the 
case to the Court of Appeals, which decided, some eighteen 
months afterwards, that the Chancellor should have granted 
the injunction and remitted the case to him with instructions 
to grant it, unless the parties applying therefor should have 
lost their standing in court, or a substantial change should 
have taken place in the equities of the case. Meantime all the 
petitioning stockholders had approved the lease by accepting 
dividends paid by the lessee, except two brothers named Long- 
street, who have refused to accept any payments, but who al- 
lowed the case to rest until last month, when they filed in the 
Court of Chancery a bill of revivor, and proposed to apply 
anew for an injunction or other appropriate remedy. 

The Pennsylvania proceedings were begun last week by cer- 
tain stockholders of the Pennsylvania Railroad Company, who 
applied to the Philadelphia Court of Common Pleas for an in- 
junction to restrain the payment of any further dividends under 
the lease, on the grounds that it has never been legal, and 
that any further payments under it are contrary to law and 
against the interest of the Pennsylvania stockholders. Neither 
suit has yet had a hearing in court. 

Statements have been published from officers of the 
Pennsylvania and the United companies, to the effect that the 
lease is undoubtedly valid, and that the legal proceedings are 
not likely to amount to anything. Nevertheless, the stock 
board reports are that the Pennsylvania finds the lease burden- 
some, and desires to set it aside, and negotiate a new one on 
better terms. 

One thing seems to have been forgotten in much of the cur- 
rent comment on the matter. It is assumed that the Pennsyl- 
vania could build a new line from Philadelphia to Jersey City 
for much less than the United Company’s property has cost. 
This is probably true, but it is also true that very nearly all 
the available water front opposite New York is owned by the 
railroad companies, and a new road could secure no suitable 
terminal facilities in Jersey City, except by purchase or lease 
from one of the existing companies. If this could be done at 
all, which is doubtful, it could be done only at very great cost. 








Record of New Railroad Construction. 


This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows : 

Allegheny, Kennerdell & Clinlonville.—The first track is laid, 
from Scrubgrass, Pa., southwest to Kennerdell, 3 miles. 

Syracuse, Geneva & Oorning.—Completed by laying track 
between Geneva, N. Y., and Watkins Glen, 37 miles. 

College Hill_—Extended from College Hill, O0., to Mount 
Pleasant, 3 miles. It is of 3 feet gauge. 

This is a total of 43 miles of new railroad, making 1,548 
miles completed m the United States in 1877, against 1,740 
miles reported for the corresponding period in 1876, 903 in 
1875, 1,180 in 1874, 2,897 in 1873, and 5,147 in 1872. 








Tue Trunk Line Comsrnation has been the subject of addi- 
tional negotiations Monday, Tuesday and Wednesday of this 
week, the chief point at issue being a change in the propor- 
tions of west-bound freight to be allotted to the several lines. 





Mr. Fink, the Commissioner, presented a report in which 
there was a discussion of the principles which should regulate 
an apportionment, and a statement of the actual 
course of business under the existing agreement. 
The amount to be allotted to each company depends upon the 
object aimed at, whether to distribute the traffic in certain 
proportions, or to distribute the additional earnings secured 
through the agreement in those proportions. It is said that 
Mr. Fink reported that if the latter were intended, the appor- 
ticnment of 36 per cent. of the business to the New York Cen- 
tral, 31 to the Erie, 25 to the Pennsylvania and 8 to the Balti- 
more & Ohio would have nearly secured it during the three 
months that the combination has been in operation. As we 
write, no conclusion has bee. arrived at, but negotiations are 
in progress, which very likely will have a result and be re- 
ported before this reaches our readers. 








THe American Society or Civi Enatnerrs will hold its 
twenty-fifth annual meeting for the election of officers, hearing 
the annual report of the directors, etc., at 10 a. m. Wednesday, 
Nov. 7. At this meeting reports from eight committees will be 
called for, including those on “ Resistance of Railway Trains ” 
and “‘ Uniform Accounts and Returns of Railroad Companies,” 
of both of which Wm. P. Shinn is Chairman, that on “ Tests of 
American Iron and Steel” (Wm. Sooy Smith, Chairman), and 
that on the ‘‘Metric System of Weights and Measures” 
(Clemens Herschel, Chairman.) 
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Mr. Morris’ Report and the Fairlie Engine. 
PaLAcE CHAMBERS, VICTORIA St., WESTMINSTER, 
Lonpony, 8. W., Oct. 2, 1877. 
To THE EpITorR oF THE RarILROAD GAZETTE : 

For some time past your silence with regard to narrow-gauge 
railways and to the Fairlie system had induced me to believe 
that you had ceased to be an active opponent of them ; and 
that, if not actually a convert, you had at least seen the futility 
of further arguments against either. This delusion has been 
dispelled by your recent publication of a section of the report 
igsued by a Mr. Morris (who was at the Philadelphia Exhibi- 
tion as Commissioner for New South Wales), and especially of 
that part of it which declares the Baldwin consolidated engine 
to be superior to the Fairlie engine, and to have been so proved 
upon the Mexican Railway. 

Icannot help conjecturing that, if it had not been for the 
very unfavorable position of the Fairlie engine in the report in 
question, the extreme feebleness of Mr. Morris would have in- 
duced you to leave him altogether alone. 

Notwithstanding this feebleness, the official position which 
Mr. Morris held has rendered it necessary for me to expose the 
inaccuracy of his statements. I inclose herewith copies of two 
letters, one of which I have addressed to the Secretary of State 
for New South Wales ; the other, a printed copy of letter and 
report from Mr. Braniff, referred to therein. On examining 
the latter you will see that I am able to contradict Mr. Morris 
upon the best possible authority. 

I feel sure that your sole desire in the matter is to make 
known the truth, and I believe you to be incapable of giving 
continued currency to a misrepresentation. I will therefore 
ask you to do for your own information what I have asked the 
Secretary of State to do on the part of his Government—-that 
is, to write to the present Manager of the Mexican Railroad 
and thus to ascertain how little foundation there is for what 
Mr. Morris has said. 

I have no doubt that his information, instead of having been 
derived, as he asserts, from an “ official of the Mexican Rail- 
road,” was derived from an official in the Baldwin Company, 
who made this use of him either for the sake of amusement or 
in the hope of gain. 

Your notice of Mr. Morris’ report is followed by what you 
must permit me to call your extraordinary article of the ‘‘ Iliu- 
sions of Narrow Gauge.’’ In that article I fail to find a single 
argument, unless your unhappy simile of the wheelbarrow is 
intended to be so considered ; and that refutes itself sufficiently 
without any assistance from me. 

It strikes me, however, if you will kindly allow me to say a 
few words upon the general question, that I have not seen 
many things more curious than your wandering off to Indian 
hearsay to find evidence against the narrow gauge. 

There are a great many miles of narrow-gauge railway in the 
United States, about which you know, or can learn, all the 
facts without danger of being deceived. 

If these facts bear out your opinions, why do not you quote 
them? Ifthey are opposed to you, why do you not in fairness 
admit asmuch? On the ground of the statistics of the Ameri- 
can narrow-gauge railroads, I shall be happy to meet you in 
argument when you please. Forgive me for the suggestion 
that you know well how little they would serve your turn. 

The question of Indian narrow-gauge railroads lies in a nut- 
shell. These railroads were forced by authority upon men 
who were hostile to the system, with the inveterate hostility of 
ignorance, and while some of these men have been called to 
work them, they have been permitted to work them in their 
own way. They have done everything in their power to ren- 
der them failures, especially by the employment of rolling 
stock and engines unsuited to their requirements. 

When first I saw the rolling stock and engines which were 
being constructed for them, I wrote to General Strachey, one 
of the two commissioners for determining the narrow-gauge 
railways question, and the Secretary of the India Public Works 
Department, to say that such stock must inevitably bring dis- 
credit upon the system, and so it has proved. 

If you will refer to what I have published upon the question, 
you will find that I have never recommended narrow-gauge 
lines to be worked with the ordinary type of engine, unless the 
duty to be done is very small indeed, because its power is re- 
duced in proportion to the narrowness of the gauge. The rea- 





son of this, as already explained, is that the frame of the or- 
dinary type of engine limits the size of the fire-box and re- 
duces it to such small dimensions that on a three feet six inches 
gauge it can only generate steam sufficient to drive at the most 
14 in. cylinders. With the Fairlie engine, on the edntrary, the 
gauge does not determine the size of the fire-box, and with 
the usual broad-gauge rails we can thus put on greater power 
than that of the heaviest Consolidation engine ever built. 

Major Kennedy, who is one of the most bitter opponents of 
the narrow gauge, considers because a five foot six line has as 
much as it can do to carry the trafficin the famine districts, 
that therefore a narrow-gauge line would utterly break down. 
This is the logic of a child, and is in direct opposition to an ex- 
perience of narrow-gauge lines when they have been properly 
worked. 

A narrow-gauge railway, with Faire engines and rolling 
stock is capable of moving more material than any broad 
gauge in existence worked with the ordinary type of engine. 

Rosert F. Farruie. 
[Copy.] 
PALACE CHAMBERS, VICTORIA STREET, | 
Westminster, Aug. 14,1877. { 
To THE Secretary oF State, SypNey, New Soutrn WALEs : 

Str—I beg leave to call your attention to a pamphlet recently 
published by Mr. Augustus Morris, who was Executive Com- 
missioner for your Colony at the Philadelphia Exhibition of 
1876. In this pamphlet Mr. Morris has put forth statements 
which are of a very misleading character, and are calculated to 
injure both public and private interests. 

From the position which Mr. Morris held, his words are in- 
vested with a greater degree of authority than would otherwise 
attach to them; and hence I venture to appeal to you to cause 
inquiries to be made which would establish the truth. 

m page 7 of his pamphlet, Mr. Morris gives a schedule which 
professes to represent the comparative cost of running and re 
pairing Baldwin and Fairlie engines, on the railroad from Vera 
Cruz to the City of Mexico, and he says that this schedule was 
furnished to him by “the officials of the Mexican Railroad 
Company.” I affirm, without a moment’s hesitation, that the 
schedule is a string of inventions from beginning to end ; and 
that it was not furnished by any official whose position gave 
him access to the facts, or whose authority is entitled to the 
smallest consideration. If Mr. Morris did indeed receive the 
schedule from an official, this official must have been some 
subordinate, to whom false figures had been previously fur- 
nished by interested persons, in order to deceive. 

Mr. Morris’ schedule has, notwithstanding, been reproduced 
in a leading American engineering paper, the Railroad Gazette, 
and has doubtless been copied from that paper into many 
others. 

Mr. Morris is evidently not himself an engineer, and he 
appears from many parts of his pamphlet to be a simple-minded 
and guileless man, whom it would be the delight of a sharp 
fellow to poke fun at, or to deceive, in order to use him as a 
tool for the purpose of deceiving others. As a matter of fact, 
the Fairlie engines have proved so superior to the Baldwin, on 
the very line referred to, in economy as well as in power, that 
manceuvres of every description have been attempted in the 
interests of the Baldwin Company in order to conceal and per- 
vert the truth. 

I do not ask you to take what I say for granted, but I enclose 
for your perusal a printed copy of a report from Mr. Braniff, the 
late Manager of the railroad, and I beg that y. u will beso good 
as to compare his statements with those of Mr. Morris, I also 
most earnestly beg of you that you will cause a letter to be 
written to Mr. Braniff’s successor, the present Manager, inquir- 
ing about the facts of the case and about the correctness of 
Mr. Morris’ schedule; although you will not fail to observe 
that Mr. Morris’ schedule refers to the very time (1873-74) 
which is covered by Mr. Braniff’s report. 

I must beg you to accept my apologies for thus troubling 
ou, but I have spent many years and much money in estab- 
ishing the principle of locomotive construction which I have 
made my own. 

I have no fear of honest competition ; but it is disheartening 
to be engaged in a constant battle against deceivers and de- 

ceived. I venture to hope you will not permit the supposed 
authority of a servant of your government to be quoted against 
me without taking steps to test my emphatic denial of the 
whole of his assertions so far as I am concerned with them. I 
say that his figures are not correct, that they do not approach 
correctness, that they were not supplied to him in the way in 
which he sets forth, and that the comparison, if fairly and 
correctly made, would be as much in favor of the Fairlie en- 
gine as he makes it in favor of the Baldwin. 

I have the honor to be, sir, your most obedient servant, 

(Signed) Rosert F. Farr.iz. 
EXTRACTS FROM REPORT MADE IN 1875 BY THOMAS BRANIFF, 
GENERAL MANAGER MEXICAN RAILWAY. 


“* The Effects on Track of Fairlie Engine. 
“On the 6th March, 1874, a Fairlie engine left Boca del- 
Monte for Orizava, with about 20 Fairlie wagons loaded with 


wood. The driver commenced going down the 4 per cent. too 
a and on trying to check the speed found he could not 

oso immediately ; on the contrary, the speed augmented to 
such an extent that she ran four miles in ten minutes, and was 
finally brought toa standstill by being reversed and having 
full steam applied, aided by some of the wagons in the centre 
of the train leaving the track, through pieces of wood falling 
on the rails. 

‘“*The engine did not do any damage to the track, nor did it 
leave the rails, although it had come down at 24 miles an hour 
on a 4 per cent. incline, and over curves of 350 ft. radius, and 
many of them reverse curves. 


** Description of the Fairlie and the Baldwin Representative 
Engines. 

“The most powerful Fairlie engine which we use on the 
incline has four 16 in. cylinders, 20 in. stroke, and 42 in. wheel, 
giving a tractive power (supposing the mean pressure in the 
cylinders to be 100 lbs.) of 24,190 Ibs. at the rail. The adhesive 
power of the same engine is 36,000 lbs. on a dry rail, taking the 
weight at 60 tons. 

“The Baldwin engine has 20 in. cylinders and 24 in. stroke, 
with a wheel of 48 in., eight wheels coupled, giving a tractive 
power 5 ee 9 the mean pressure in cylinders to be 80* Ibs.) 
of 16,000 lbs. at the rail, and its adhesive power, taking the 
neem as stated in ‘Baldwin’s Illustrated Catalogue,’ is 23,280 

S. 


“According to calculation, therefore, the Fairlie engine 
pos to take up on the 4 per cent. on a dry day 176 tons gross, 
and the Baldwin 102 tons gross. 

“The Fairlie engine does take up 65 to 70 tons on a foggy 
day, with slippery rails, in six American cars, and the Baldwin 
41 tons, but slipping 7 badly, although using sand and 
working with her lever in the lowest notch, and with a pressure 
of 80 lbs. on the gauge, showing that her power is good, but 
her adhesion insufficient. The Fairlie has taken up 86 tons 
net, which would make a gross load of 147 tons. 


“ Trial of Baldwin Engine on 4 per cent. gradient, 
“ Three trials have now been made with the Baldwin engines 


* This pressure should be taken at 100 Ibs., which would make 
the tractive force 20,000 Ibs. 
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SCALE 


PASSENGER-CAR TRUCK, WITH 42 INCH WHEELS. 
Designed by W. 8S. G. Baker, President Baltimore Car Wheel Company, Baltimore, Md. 











OcroBeEr 19, 1877] 


THE RAILROAD GAZETTE. 


469 








on the 4 per cent. incline. ist, on the 7th of January, 1874; 
2d, on the 25th January, 1874; and on the 14th April, 1875, 
the result of which 1s adjoined, and the statement may be re- 
lied on as being perfectly correct, the notes having been taken 
by the Resident Engineer of the line. 

“If we compare the result of the trials made with the Bald- 
wins, we have the following : 


ist trip took up 42 tons net in 4 American ears. 
2a “ 45 - 5 “ 


3d 41 3 

“On the first and second trials, Mr. Slaughter, who came out 
from the Baldwin Works to erect the engines, or see that they 
were properly erected, was present, and every effort that could 
be used was used to make the engine do her best. 

*‘ Notwithstanding the weather being fine, most of the way, 
she slipped badly, even on a dry rail, in some places. 

“He took out with him a rod 5 ft. long, and a «mall spirit level, 
took one level and stated that the gradient was 5% per cent., 
which, however, the Resident Engineer proved to be 4% per 
cent., this in such a short distance is not reliable, as a slightly 
low joint will make an immense difference when multiplied by 
20 to give the grade per cent. 

“Our line in the Cumbres is in very good order, as regards 
level and surfacing, although, of course, at the centre of high 
embankments there is sometimes a considerable dip for a few 
feet, on account of settling, but these are from time to time 
raised to their proper level, and few pieces of track present a 
better or smoother surface than the Cumbres. 

‘“Mr. Slaughter stated that his engine was constructed to 
run on a 4 not a 5% per cent. grade. 

**At the second trial the engine took up the five wagons, 
slipping a little on the dry rail, and when we got into the fog 
when about 3 miles from Boca-del-Monte, she came to a dea 
stand by — 

‘As no water had been taken since leaving Maltrata, the en- 
ame was cut loose as run to wrote Prag using 
sand on going up alone, on coming back again and on going u: 
finall with her train behind en ”, 

‘Notwithstanding this, she came to a dead stop twice before 
reaching Boca-del-Monte. 

** At the third trial the load taken from Orizava was 63 tons 
in five wagons, but as the engine slip) so badly as to stop 
dead six times in a distance of 2% miles with a perfectly dry 
rail, two cars were left in Maltrata, and with the remainin, 
three cars still ~ ed when we got into the fog, while she h 
no difficulty in pulling the cars with only 80 lbs. of steam on 
the gauge, plainly proving that it is not power she lacks, but 
adhesion. 

‘The slipping, of course, injures the engine itself, besides 
being unsafe on account of jerking and breaking coupling on 
a4 = cent. gradient, which may be fraught with the direst 
results. 

* Comparison of the Powers of Fairlie and Baldwin Engines. 

“As a comparison the Baldwin will take up on a wet or 
foggy day five —_— wagons; or, say two American and one 
English, without tearing herself to pieces, or breaking coup- 


“ “ “ 


lings. 

*The Fairlie engine will, and does, take up with the greatest 
ease, six American cars in the same weather, without slipping; 
or, say, nearly two and a half times the load of the Baldwin. 

“Therefore, to take up the amount of freight that the Fair- 
lie does in one trip the Baldwin will require to make two and a 
half trips, which amounts to going up with five wagons or the 
equivalent of five English wagons, coming back empty (one 
useless trip); going up with another load, coming back empty 
(another useless trip); and then going up with the remainin 
half load, and staying there, making it equivalent to a fu 
load. The Baldwin would, therefore, run over the line in the 
proportion of 5 to 2 as compared with the Fairlie. ae 

‘* As the Baldwin does not curve by any means 80 sweetly as 
the Fairlie, but jolts and jerks round, it is much harder on the 
track, and having to go over the line in the proportion of 5 to 
2, the expenses of maintenance of way would naturally be 
much heavier. 

**For coming down the 4 per cent. the Fairlie is much better 
adapted, and much more manageable, than the Baldwin, as 
the reversing of the Baldwin is always accompanied by a sud- 
den jerk back, and on throwing the lever back there is a positive 
























































jump, accompanied of course, by another jerk to all the train. 
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* Comparison of the iuening Expenses of Fairlie and Baldwin 
ngines, 


“As regards comparative running expenses, it must be’ 


borne in mind the work being done by the two classes of en- 
gine is of an entirely different nature, so that a comparison is 
very far from just, because whereas the Baldwin engine runs a 
light ape train for 82 miles, equivalent to three Ameri- 
can and one English car, with very few passengers, from Vera 
Cruz to Orizava, the Fairlie running over the same portion of 
the line brings up on an average ten American cars, with an 
average load of 10 tons to a wagon. 

** They frequently bring up twelve American cars, and the 
greatest load they have as yet brought up is 140 tons net. 

“The average load for one week was 104 tons net daily, 
which would give a gross load of 181 tons, which is brought 
for 5 miles over 3 per cent., and for 6 miles over 2%, both 
gradients being nearly continuous, and having curves of 500 
and 600 ft. radius, for adistance of about 2% miles on the 3 

r cent. 

“Tf the maximum load be taken, 140 tons, it brings the 
gross load up to 24644 tons. 

“ The Fairlie which does this has four 16 inch cylinders, 22 
in. stroke, and 44 in. drivers, giving a tractive power of 25,600 
Tbs., at the rail, and 42,000 adhesion, or 60 per cent. more 
tractive power than the Baldwin, and 80 per cent. more adhe- 
sion. This is taking the pressure of the American at only 80 
Ibs. per square inch. 

Sasten a month the average consumption of fuel by a 
Fairlie, ina round trip from Orizava to Boca-del-Monte and 
back, is about 3% cords of wood and 460 Ibs. coal. 

** The Baldwin, as will be seen by the statement of the last 
trial trip, consumed 3% cords of wood and 1,120 Ibs. of coal; 
now, if this be multiplied by 5, and divided by 2, the result 
bo oe a consumption of 8% cords of wood and 2,800 lbs 
of coal. 

‘* Having to run in this proportion would evidently increase 
repair expenses, which, taking them in the same ratio that 
they now stand, would bring them up from 4cts. .90 per mile 
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42 IN. 
By the Baltimore Car Wheel Company. 


CAST-IRON CAR WHEEL. 


to 12cts. .25, which, however, is far below what it would most 
probably be if the difference in the nature of the line and 
gradients be taken into consideration. 

**T think it is fairly ange therefore, that for a line with 
4 per cent. gradients, the Fairlie engine has no rival at present, 
and, with the improvements and alterations which are being 
made from time to time, it is becoming every day more 
efficient.” 

[We publish all the above as we receive it from Mr. 
Fairlie, without waiting to make inquiries. It will take 
some time for information to come from Mexico, or from 
Mr. Morris in Australia. It will not be difficult in this 
country to find authoritative records of the performance of 
Baldwin engines on grades probably as steep and on 
curves as sharp as any on the Mexican Railway. It is 
not easy, however, to get information of Fairlie engines 
actually at work in this country. We shall hereafter take 
up the subject.—Eprror Rarroap Gazerre. ] 


@®eneral QMailroad Wews. 


ELECTIONS AND APPOINTMENTS. 


American Sociely of Civil Engineers.—The Transactions an- 
nounces the following elections at the meeting of Sept. 5: 
Charles B. Brush and Arthur Spielmann, heretofore associ- 
ates; were made members ; John B. Atkinson, of Earlington, 
Ky., Comre M. Frazell and James A. Hammond, of Galveston, 
Tex., Philip Golay, of Cincinnati, Thomas H. Johnson, of 
Columbus, O., H. W. Parkhurst, of Louisiana, Mo., and Clin- 
ton F. Stephens, of Dallas, Tex., were chosen members; Al 
fred G. Compton, of New York, associate, and Wm. D. Bullock, 
of Providence, R. L., a junior, 

















qovting the following directors: Charles W. Stayler, Baltimore; 
C. C. Wooden, Carroll County, Md.; Wm. H. Hoffman, 
Baltimore County, Md.; Capt. A. W. Eichelberger, 
L. F. Melsheimer, 8. Keefer, Wm. Grumbine, Hanover, Pa, 
The Hanover parties are connected with the Hanover Junction, 
Hanover & Gettysburg Company. 

Baltimore & Ohio.—At a meeting of the board in Baltimore, 
Oct. 10, Mr. Joshua G. wed of Baltimore, was chosen a 
director in place of his father, James Harvey, deceased. 

Mr. W. M. Clements, recently appointed Assistant Master of 
Transportation, is now made Acting Master of Transportation 
in place of Thomas R. Sharp, resigned, to become President of 
the Long Island Company. 

Bennington & Rutland.—Mr. Henry W. Spafford has been ap- 
pointed General Freight and Passenger Agent, in place of Geo. 
A. Sanderson, resigned. 

Buffalo, New York & Philadelphia.—The new board bas re- 
elected Sherman 8. Jewett President; George B. Gates, Vice- 
President and Managing Director; F. 8. Buell, Secretary and 
Treasurer. 

Olean, Bradford & Warren.—This compan 
at Bradford, Pa., recently, wy 

B 


was organized 
the election of the following di- 
rectors: Marcus Hulings Hulings, Jr., C. 8. Whitney, R. 
Jennings, J. Dickey, F. G. Babcock, 0. W. Mackey, John M. 
Knox. e board elected Marcus Hulings President ; C. W. 
Mackey, Secretary and Treasurer. 


Galveston, Harrisburg & San Antonio.—Mr. Jacob E. Fisher 
is appointed Auditor from Oct. 1 and will have full charge of 
all accounts of the company. Address at Houston, Texas, un- 
til further notice. 

International & Great Northern.—Mr. Ed. Kaufman, late 
Texas Passenger Agent of this compas. is appointed Eastern 
Passenger and Emigration Agent, with headquarters at No. 
415 Broadway, New York. His territory will include Buffalo, 
Harrisburg, Washington, Richmond, and all north and east 


thereof. 

Mumeapolis & St. Louis.—At the annual meeting in Min- 
neapolis, Minn., last week, the old board was re-elected, as fol- 
lows : 


. Washburn, R. B. Langdon, H. T. Wells, Levi 
Butler, J. 8. Pillsbury, R. P. Russell, R. J. baldwin, P. Gibson, 
J. Martin, W. W. McNair, ©. A. Pillsbury, W. J. Ankeny, Oo. H. 
Martin, A. J. Bode, W. D. Hale, C. H. Pettit, W. W. Eastman. 

Ohio & Mississippi.—At a meeting held in Cincinnati, Oct. 
11, the board elected R. M. Bishop and Kenner Garrard, of 
Cincinnati, directors, in place of Daniel Torrance and Sir A. T. 
Galt, resigned. At the stockholders’ meeting on the same 
day Wm. Whitewright, Jr., W. W. Scarborough, Adrian Iselin 
and Theodore G. Meier were chosen directors for three years, 
Mr. Iselin succeeding John King, Jr., now Receiver, and the 
other three being re-elected. The board then met and elected 
officers as follows: President, Lewis B. Parsons; Secre' , 
Wm. M. Walton; Treasurer, Charles 8. Cone; Auditor, E. K. 
Rannett; Finance Committee, J. Pierrepont Morgan, Robert 
Garrett, Wm. Whitewright, Jr.; Auditing Committee, F. W. 
Tracy, Theodore G. Meier, Kenner Garrard. 

A New York committee, claiming to hold proxies for 171,096 
shares of stock and $2,946,000 of voting bonds, were not allowed 
to vote and withdrew, after filing a protest. ey subsequent- 
Pi organized a meeting, voted to abolish the classification of 
directors and to fix the number of the board at nine, and then 
elected the following: W. D. Griswold, Henry Crawford, W. F. 
D. Manice, 0. D. Ashley, M. H. Bloodgood, Frederick Mead, 
Robert L. Cutting, James M. Hartshorne, Peter J. O’Donahue. 
This board did not organize. 

Selma, Rome & Dalton.—Mr. John Lapsley bas been appoint- 
ed Treasurer for the Receiver, in place of George M. Chapman, 
resigned. 

Umatilla & Blue Mountain.—This company was organized at 
La Grande, Oregon, Sept. 29, by the election of tne following 
directors: Cage Baker, Daniel Chaplin, M. French, Charles 
Goodnough, J. H. Slater, J. W. Snodgrass. 








PERSONAL. 


—The late Henry Meigge, the great South American con- 
tractor, was the second of nine children of Elisha and Fanny 
Williams Meiggs. His mother was a lineal descendant from 
one of the Mayflower’s pilgrims. John G, Meiggs, now in Lon- 
don; Mrs. Clara Colburn, of Williamsburg (Brooklyn); Mrs. 
Francis Wood, who has been for many years in Peru; and Mrs. 
Emily Keith, of Babylon, L. 1., are the surviving brothers and 
sisters. Mr. Meiggs was twice married in early life, his first 
wife dying two years after marriage; the second quite recently. 
It seems quite uncertain whether any considerable part of the 
great wealth remains which he had accumulated a few years 
ago. 

—Mr. Adolphus Davis, for six years past Foreman of the 
Grand Trunk Railway shops at leville, Ont., baving been 
transferred to Montreal, the employes of the Belleville shops 
have presented him with a valuable gold watch, accompanied 
by a letter cmyocotins their ag and esteem for him. The 
presentation took place at Mr. Davis’ house in Belleville, Oct. 
30, and was a very pleasant occasion. 

—Mr. R. M. Bishop, last week elected Governor of Ohio, is a 
director of the Marietta & Cincinnati, and was recently choseu 
a director of the Ohio & Mississippi. He was also tor some 
time one of the trustees of the Cincinnati Southern. He is not 
distinctly a railroad man, however, being a merchant in Cin- 
cinnati. 


—Mr. Louis Nickerson, an engineer whose active life was 
largely passed in St. Louis and elsewhere in Missouri, died in 
Baltimore May 6. Mr. Nickerson contributed a number of 
papers to the Railroad Gazette, and made some investigations 
which commanded attention among constructing engineers. 
He was a member of the American Society of Civil Engineers. 
At the time of his death he was still a young man, but for sey- 
eral years he had been in poor health. 


—It is reported that Mr. C. E. Perkins is about to resi 
position as Vice-President of the Chicago, Burlington & Quin- 
cy. He willretire, it is said, on account of differences of 
opinion with the other officers of the company as to his course 
as Vice-President of the Burlington & Missouri River Rail- 
road Compeny in Nebraska. That ey as is well known, 
has been for some time trying to compel the Union Pacific to 
——— with it on through traffic, and it is said that Mr. Per- 

ins’ associates in the Chicago, Burlington & Quincy do not 
support him in this fight. 

—The friends of Mr. Wm. Mason, the well-known locomo- 
tive builder of Taunton, Mass., will be glad to learn that he 
has so far recovered from the injuries he receivod some two 
months since by being thrown from bis carriage, as to be able 
to ride out, and his entire recovery is expected soon. 





his 





TRAFFIC AND EARNINGS, 


Pensacola Lumber Traffic. 
The Pensacola (Fla.) Herald spate shipments of lumber 
from that port for the season just closed as follows: 
1876-77. 1875-76. Inc. or Dec. P.c, 
Hewn timber, cubic feet.. 5,340,294 17,587,324 Dec.. 2,247,030 296 
Sawed timber, cubic feet.. 4,091,326 3,159,701 Inc.. 931,625 20.6 
Lumber, feet........+...+.28,921,000 13,911,000 Inc ..15,010,000 107.9 


The shipments loaded 286 vessels having a total measure- 








Baltimore & Hi .—The subscribers to the stock of this 
new company met in Hampden, Md., Oct. 9, and i by 


ment of 215,460 tons. Nearly all the shipments were to foreign 
porte, cargoes being sent to all the countries of Europe except 
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Morocco, Algiers and Cape Col- 


ustria and Turkey, to 
India and Java. 


Russia, A 

ony in Africa, to British 
Earnings for various periods are reported as follows : 
Year ending June 30: 














1876—T7. 1875-76. Inc.or Dec. P.c. 

East Tennessee, V: 

& «+++ $1,010,080 $1,074,985 Dec.. $64,905 6.0 
bataedneay 668,923 715,395 Dec.. 46,472 6.5 

Net earnings....... 1,157 $359,590 Dec.. $18,483 5.1 
< o mile 8,741 3,981 Dec.. 6.0 

Per cent. of exps... 66 66.55 Dec.. 0.33 04 
Indi 8, - 

nati & Lafayette 1,311,210 1,697,061 Dec.. 325,851 19.9 

Expenses.... ...... : 963,963 Dec.. 143,563 14.9 

Net earnings....... $490,810 $673,098 Dec.. $182,286 27.1 

Earnings per mile.. 7,107 8,996 Dec.. 1,888 21.0 

Per cent. of exp’ses. 62.67 58.88 Inc.. 3.69 6.8 

Year ending Aug. 31: 

Central, of 
and leased lines $2,499,854 $2,657,097 Dec.. $217,243 8.1 
Expense8.........++ 1,598,365 1,635,181 Dec.. 36,766 2.2 
Net earnings........ ,489 $1,021,966 Dec.. $180,477 17.7 
Earnings per mile.. $,444 3,750 Dec. 305 «8.1 
Per cent. of exp’s... 65.51 Inc.. 3.97 6.5 
Nine months ending Sept. 30: 

1877. 1876. 

Cleveland, Mt. Vernon 
& Delaware........ $281,345 $279,312 Inc.. $2,033 0.7 

Denver & Rio Grande. 642,254 $34,451 Inc.. 207,803 62.1 

Louisville & Nashville 3,935,686 8,667,986 Inc.. 267,650 7.3 

Missouri Pacific...... 2,795,019 2,680,992 Inc.. 114,087 4.3 

Paducah & Memphis. 184,414 150,173 Dec.. 15,759 10.5 

St. Louis, Alton & T. 

H., Belleville Line.. 365,341 344,816 Inc.. 20,525 6.0 
Texas & Pacific....... 1,606,223 1,189,808 Inc.. 416,420 35.0 

Eight months ending Aug. 31 : 

Bur., Cadar Rapids & 

Northern........... $615,583 $740,434 Dec.. $124,851 16.9 

Net earnings....... 139,390 168,768 Dec.. 24,378 14.9 

Per cent. of exps... 17.30 11.93 Dec.. 0.63 0.8 
Chicago, Bur n & 

~ Tyee apaem «+. 7,631,512 7,549,692 Deco.. 18,110 6.2 

Net seecee. 9,286, 3,475,927 Dec.. 190,194 5.5 

Per cent. of exps.. 53: Inc.. 2.41 4.5 
Cleveland, Mt. Vernon 

WAre..... éuee 242,658 244,291 Dec.. 1,683 0.7 
earnings....... 46,172 41,884 Inc.. 4,288 10.2 

Per cent. of exps 80.83 82.95 Dec.. 2.12 2.6 
as Pacific.... 1,980,232 1,852,862 Inc.. 17,370 4.2 

Net earnings....... 756,905 704,481 Inc.. 652,424 17.4 

Per cent. of exps... 60.79 61.98 Dec.. 119 «1.9 
Louisville, Cincinnati 

See 104,370 707,910 Deo.. 8,540 0.4 

Nashville, Chatta. & 

St. Louis........... 1,007,636 1,135,134 Dec.. 37,498 33 

Net seeming. --one 426,709 419,866 Inc.. 843 «1.6 

Per cent. of exps... 61.10 63,02 Dec.. 1.92 3.0 
Paducah & Memphis. 119,823 799 Dec.. 14,976 11.1 

Net earnings.....-.. 37,088 $9,516 Dec.. 2,428 6.1 

Per cent. we 68.95 70.58 Dec.. 1.63 2.3 
St. Louis, Iron Mt. & 

Southern ........+. 5 2,251,133 Inc.. 332,493 14.8 

Net earnings....... 1,117,747 821,780 Inc.. 295,967 36.0 

Per cent. of exps... 66. 63,53 Dec.. 6.71 10.6 
St. Paul & Sioux City. 287,425 361,554 Dec.. 174,129 20.5 

Net earnings....... q 121,139 Dec.. 652,613 43.4 

Per cent. of exps... 27 66.78 Inc.. 9.49 14.2 
Sioux City & St. Paul. 158,352 Dec . 60,639 27.7 

Net earnings....... 508 61,510 Dec.. 33,002 64.1 

Per cent. of exps... 88.51 176.48 Inoc.. 03 15.7 

Three months ending Aug. 81: 

Michigan Central. .... $1,463,626 $1,510,906 Dec.. $57,280 3.8 
Net earnings....... 358,818 $24,157 Inc.. 34,661 10.7 
Per cent. of exps... 15.30 78.54 Dec.. 24 4,1 
Month of August : 

Great Western, of 
Oanada............ $309,500 Dec.. $1,500 0.5 
Net ‘ 000 55,500 Inc.. $26,500 47.7 
Per cent. of exp’s.. 73.47 82.07 Dec. 8.60 10.5 

Louisville, cinnati 
Ree aaa ae epeament| decagevinsactie ones 

e' case ,  Ranesidene,, ssenedecshibed cork 

Per cont, of exp. e, (GI ehhh RT eA ii iy 
Michigan Central. .... 656,297 $548,481 Inc.. $12,816 24 

Month of September : 

Central, of Iowa...... $97,871 esisdvecsos dvosedsedose 

Cleve., Mt. Vernon & 

Delaware........... 38,687 $35,021 Inc.. $3,666 10.5 
Dakota Southern..... 25,534 19,618 Inc.. 5,916 30.2 
Denver & Rio Grande. 78,033 46,029 Inc.. 92,004 69.6 
Intercolonial......... 18,449 108,545 Imc.. 14,904 14.4 
Louisville & Nashville 526,058 492,178 Inc.. 33,880 6.9 
Paducah & Memphis. 14,591 15,374 Dec.. 7388 «6.1 
St. Louis, Alton & T. 

H., Belleville Line.. 49,666 44,615 Inc.. 5,051 11.3 
Texas & Pacific....... 253,276 174,893 Inc.. 178,383 44.8 

First week in October : 

Atchison, T 
Santa Fe............ $71,010 $65,539 Inc.. $5,471 8.4 

Missouri, Kansas 
Texas... .ccscseeess * 71,790 71,573 Inc. 27: 0.8 

St. Louis, Iron Mt. & 

Southern........... 125,000 99,962 Inc.. 25,038 25.0 

Week ending Oct. 6 : 

Grand Trunk...... ses $223,086 $192,519 Inc.. $30,567 15.9 


Ooal Movement. 
Anthracite coal ieenage for the week ending Oct. 6 was: 
1877, 350,475; 1876, 511,919; decrease, 161,444 tons, or 31.5 per 
cent. A partial resumption of work in the Scra: 
reported, and the strike is thought to be nearly over. Z 
mi-bituminous and bituminous tonnages not heretofore 
reported for the nine months ending Sept. 


nton Region is 


were as follows: 





1877. 1876. Inc.or Dec. P. c. 
East Broad Top R.R......... 38,512 50,663 Dec.. 12,151 24.0 
Bellefonte & Snoe Shoe R.R.. 27,653 38,404 Dec.. 10,751 28.0 
Allegheny Region, Penna. R.R. 137,309 152,426 Dec.. 15,117 9.9 
Penn and Westmoreland gas 
COM]. 9 se ceseccesces ondéos ++ 472,764 593,959 Dec..121,195 20.4 
West Pennsylvania R. R...... 181,424 146,801 Dec.. 15,377 10.5 
Southwest Penna. R.R.. ... 29,334 42,471 Dec.. 13,137 30.9 
Pittsb’gh Region, Penna. R. R. 265,065 206,471 Inc.. 58,594 28.3 
Totals. .......sceeeecee ee 2,102,061 1,231,195 Dec..129,134 10.5 


The coal tonnage of the Pennsylvania Railroad for the nine 
months ending Sept. 30 was: 








1876. Inc. or Deo. P.c. 

Anthracite .... 537,315 Dec.. 46,160 8.6 
Semi-bituminous. 1,191,352 Inc.. 93,503 83 
Bituminous ...... 1,194,999 Dec..123,144 10.3 
Coke 689,987 Dec.. 88,841 15.1 
Totals...... csseeeecs 3,279,011 3,443,653 Dec..164,642 4.8 


Latest advices are that the miners of the Delaware, Lacka- 
wanna & Western and the Delaware & Hudson Canal Com- 
panies have voted to resume work, and that most of the mines 
of those companies will be in next week, 


Water Rates. 
Last week we noted that the lake rate had risen to 6 cents 


for wheat and 54% for corn from Chicago to Buffalo. It did not 
remain so high, however, and most of the time has been half a 
cent lower, and remains so now. Canal rates, however, ad- 
vanced again, and quotations were Tuesday and had been for 
some days 12 cents for wheat and about 9% cents for corn 
from Buffalo to New York. Most of the grain now coming for- 
ward is wheat. Through rates by lake and canal from Chicago 
to New York are quoted at about 19 cents for wheat, which is 
= little less than the lake and rail rate. 
here is very little change in ocean rates, 9d. to 944d. for 
grain by steam from New York to Liverpool, and 7s. 1 Ta. for 
ain by sail to Cork for orders being among Tuesday’s quota- 
ons. 


Grain Movement. 
For the week ending Oct. 6, receipts and shipments of 
grain ot all kinds were, in bushels: 


1877. 1876. Increase. P. oc, 

Lake ports’ receipts........ 6,886,166 6,476,942 « 409,224 6.3 
* “«  shipments..... 6,141,867 4,660,252 1,481,615 31.8 
Atlantic ports’ receipts....5,828,503 4,093,200 1,735,303 42.4 


Of the Jake ports’ shipments, 15 per cent. was by rail this 
Ti against 3544 percent. in 1876, 3144 in 1875, and 9% in 


rts this year, 41.1 per cent. was 
at Chicago, 25.9 at Philadelphia, 15.4 at Montreal, 9.7 at Balti- 
more, 7.4 at Boston, 0.4 at New Orleans, and 0.1 at Portland. 

For the 13 days from Oct. 1 to 18, receipts of all grains at 
Chicago were 6,071,241 bushels, which is 12.3 per cent. less 
than last year. Wheat receipts were 54 per cent. greater this 

ear, but corn receipts were 47 bog cent. less. The receipts 
ast year at this time were unusually large. 

For the same period the wheat receipts at Milwaukee were 
2,595,844 bushels, which is 184 per cent. more than last year, 
when they were extremely small all the fall. 

For the three months of the California crop year from July 1 
to Sept. 30 receipts at San Francisco were as follows: 


Of the aioe at Atlantic 





1877. 1876. Decrease. P.c. 

Flour, quarter sacks........ 337,700 578,500 240,800 41.6 
Wheat, bushels............. 2,215,333 7,156,333 4,941,000 69.0 
Total, bushels.......... 2,687,500 7,879,383 5,241,833 66.5 


Exports for September, 1877, were 30,283 barrels of flour and 
636,787 bushels of wheat. 

Chicago receipts and shipments for the week ending Oct. 13 
were: 


1877. 1876. Inc. or Dec. P. c. 
vv ssscccenseccse 2,547,270 3,348,474 Dec. .796,204 °23.8 
Shipments............+. 3,248,556 2,441,535 Inc ..807,021 33.1 


The falling-off in receipts is in corn, of which less than half 
as much arrived this year as last. 


East-Bound Rates. 

The rate on fourth-class freight from the West to Atlantic 
orts was advanced Oct. 17 to a basis of 40 cents per 100 Ibs. 
rom Chicago to New York, which gives the figures 45 cents 

to Boston, 38 to Philadelphia and 37 to Baltimore. The fourth 
pe now includes grain and provisions. The advance is from 
cents. 








THE SCRAP HEAP. 
Railroad Manufactures. 

The Verona Tool Works of Metcalf, Paul & Co., at Pitts- 
burgh, have just filled two large orders from their London 
agents for solid steel railroad picks for Port Elizabeth and 
Port Natal in South Africa, and are advised of an order from 
India for the same class of tools. 

The Mercer Rubter Co., at Trenton, N. J., has just com- 
pleted an order from one of the largest steel spring manufac- 
turers in the country for over 5,000 pounds of rubber car 
springs. The springs are for use on a large order for cars now 
being filled by a Western car builder. 

eee from Columbus, O., dated Oct. 9, state that Mr. 
John L. Gill, car manufacturer at that place, has executed a 
mortgage on all his real property, car works, coal and iron 
lands, etc., to James H. man, trustee, to secure an issue of 
$200,000 bonds bearing 8 per cent. interest, and payable in 
two, three and four years. 

The Columbus Bridge Works of D. H. & C. OC. Morrison, at 
Dayton, O., have been in successful operation for upward of 40 

ears. 

The North Milwaukee shops of the Chicago, Milwaukee & St. 
Paul road recently turned out a new postal car 50 feet long 
and mounted on six-wheeled trucks. The car is handsomely 
finished, and the furniture and fittings include all the latest 
improvements. 

he suit of the Phoenix Iron Co. against the Keystone Bridge 
Co. for infringement of certain patents was argued last week 
before the United States Supreme Court, on an appeal from the 
Circuit Court for the Eastern District of Pennsylvania. 

The Chicago Engineering News ee: “Mr, Villeroy Palmer 
bas been duly appointed and qualified by the Hamilton Pro- 
bate Court, Assignee of the Cincinnati Bridge Co., a manufac- 
turing corporation under the laws of Ohio. The creditors of 
said company are requested to present their claims, duly 
proved within the time required by law, to the above gentle- 
man, at the office of Logan & Randell, attorneys, No. 72 West 
Third street, Cincinnati, for allowance or rejection.” 

The Brooks Locomotive Works, at Dunkirk, N. Y., have sold 
four freight engines to the Chicago, Milwaukee & St. Paul road. 

The Clinton (Ia.) Bridge Co. has orders for several Howe 
truss bridges for the Chicago, Dubuque & Minnesota road. 

The Rome (N. Y.) Rail Mill reports a good deal of inquiry 
for iron rails, and expects to start up soon. The managers are 
considering the question of putting in two Siemens-Martin 
furnaces and going into the manufacture of steel rails. 

Porter, Beli & Co., at Pittsburgh, recently shipped two nar- 
row-gauge engines to the Colorado Oentral road, and have 
others under way for lines in Ohio and Texas. 

The Ashtabula (O.) News says: “The Ashtabula Rolling 
Mill was leased by the directors, on Monday last, to Mrs. L. B. 
Ward, of Niles, for six months, beginning on that day, at $100 
per month. We understand that the lessee is to take posses- 
sion this morning, and to commence work at once. She de- 
sired to lease the mill for a longer time, but the directors pre- 
ferred not to do so. Their action is, of course, subject to rati- 
fication by the stockholders.” 

A new company, known as the Cauawalla Manufacturing Co., 
has bought the Oakdale Furnace, in Roane County, East Ten- 
nessee, with the iron lands adjoining and a large tract of tim- 
ber land. The new company is controlled by English parties. 

The Cumberland Iron Works, at Bridgeton, N. F ., have more 
work on hand now than at any time for several years past. 
The pipe mill is running night and day on orders from Califor- 
nia for gas pipe. 

Hecla Furnace, at Ironton, Ky., isin blast and is making 
about 11 tons of iron per day, using charcoal as fuel. The iron 
is sold chiefly to car-wheel makers. 

The Cleveland City Council has awarded the contract for the 
iron superstructure of the eastern end of the viaduct in that 
city to Clafhn & Sheldon, of Cleveland, for $109,970. The con- 
tract for the iron hand-rails was given to Lauderbach & Co., of 
Pittsburgh, for $10,416. 

The works of the Pittsburgh & McKeesport Car & Locomotive 
Works, at McKeesport, Pa., whose destruction by fire was 
noted iast weék, consisted of a foundry, machine shop, car 
shop, boiler shop, pit-wagon shop, blacksmith shop and erect- 





ing shop. The foundry was of brick, but all the rest were 
frame buildings. There wasa good deal of workin the shop, 





including two shifting engines nearly comple all of which 
was destroyed. The works will be rebuilt at McKeesport. 

The Glendower (formerly the National) Iron Works, at Dan- 
ville, Pa., are running on iron rails. sn 

The Phenix Iron Co. is running its works at Phoenixville, 
Pa., night and day on orders. ‘ : 

e charcoal blast furnace at the Katahdin Iron Works in 
Maine is being repaired and enlarged. f8 

The Nashua Iron & Steel Co. is making extensive improve- 
ments in its steel works at Nashua, N. H. . : 

Kimberly, Carnes & Co. last week started up their rolling 
mill at Greenville, Pa. 

The Cambria Iron Co., at Johnstown, Pa., has sold 2,500 tons 
of steel rails to the Cincinnati, Hamilton & Dayton Company, 
at $45.75 per ton, delivered on the line of the road. _ : 

The Indianapolis Rolling Mill is making a lot of iron rails, 
64 lbs. to the yard, for the Terre Haute & Indianapolis road. 
The same mill has a lot of iron rails to reroll for the Jefferson- 
ville, Madison & Indianapolis road, some of which have been in 
the track 16 years. ; 

The Wason Manufacturing Co., at Brightwood, Mass., have 
in the shops two passenger coaches for the St. Louis, Iron 
Mountain & Southern, a combined baggage and passenger car 
for the Rochester & State Line and another for the Connecticut 
Valley, and have just shi 18 narrow-gauge flat cars to the 
Bingham Canon & Cam oyd road in Utah. 

The Niagara Bridge Works, at Buffalo, N. Y., have just com- 
pleted a riveted lattice bridge 450 feet long and 150 feet high 
over Watkins Glen on the Syracuse, Geneva & Corning road. 


English Modifications of Ameriman Oars. 

The London Engineer says: “ The Midland Railway Company 
have decided to permanently adopt a new style of car riage for 
their line. The proposed first-class carriages will be almost 
similar to the Pullman drawing-room cars _ at 
present in use on this railway, to ride in which 
no extra charge above the ordinary first-class fare 
will be demanded. The carriages will be open throughout, 
but for persons of a retiring disposition a space at the end of 
each carriage will be provided, so that all the poord open 2 at- 
tached to the present first-class compartment may be enjoyed. 
The third-class carriages will be laid out upon the same Plan, 
but they will, of course, not be so elaborately fitted up. They 
will be on the bogie principle, and the carriages will, in 
weight, be equal to three of the present ordinary coaches.” 


Missouri, Kansas & Texas Oar Report. 
Master Car-Builder J. C. Barber, of the Missouri, Kansas & 
Texas Railway, reports for August as follows : 





Loaded 

Passenger freight. 

Oars per train..........-sssesees Seocceseesees 4.9 6.2 
Total mileage of trains............sseeeeeeeees 61,119 139,580 
Cost of car repairs per train mile............. 11.2% cts. 7.66 cts. 
Total mileage of cars..........++ -- 290,882 2,251,232 
Cost of repairs per car mile . . 2.36 ots 0.47 ct. 
Total cost of repairs....... $6,866 75 $10,695 03 
Wileage of Pullman cars. . oo CRICK ss ccccccce 
Cost of Pullman car repairs per mile.......... 1.69 cts. «= sneeeees 


The total cost of Car Department, including all expenses, 
was $17,561.78. In computing freight mileage three empty cars 
are rated as two loaded ones, 








OLD AND NEW ROADS. 


Allegheny, Kennerdell & Olintonville. 

This road is now completed from the Allegheny Valley at 
Scrubgrass, Pa., up Scrubgrass Creek to Kennerdell, three 
miles. It is intended to build as soon as possible to Clinton- 
ville, 12 miles turther. The road will be worked as a branch 
of the Allegheny Valley, and will serve a new oil region. 


Atchison, Topeka & Santa Fe. 

Itis reported from Kansas that engineers of this company 
are running lines west and southwest from Pueblo and Canon 
City, Col., with a view of extending the road to a connec'1on 
with the Utah Southern in Utah, and through it with the Cen- 
tral Pacific; also with the intention of memeg a connection 
with the Southern Pacific in Eastern Arizona, It is said that a 
complete understanding exists between the managers of the 
company and those of the Central and Southern Pacific, and 
that the companies will work together to secure the propo 
connections. 


Atchison Bridge. 

The abutment which fell last week has been replaced by a 
temporary structure of piles, and the embankment of the ap- 
proach, which was washed out, 7“ trestle bridge. Trains are 
now ae the bridge again. e company is making prep- 
arations to build a new stone abutment with the most solid 
foundation possible. 


Baltimore & Ohio. 


At the regular monthly meeting of the board in Baltimore, 
Oct. 10, the Finance Committee reported a resolution declar- 
ing a dividend of 3 per cent. for the half-year ending Sept. 
30. The Chairman stated that the dividends since 1872 had 
been uniformly made semi-annually at 5 per cent., but in view 
of present circumstances, the committee had unanimously de- 
termined to recommend a reduction to 8 per cent. The com- 
mitteeof finance had closed the negotiation of the loan of 
sterling 5 per cent. bonds, the proceeds of which paid the 
chief part of the floating debt of the company. There yet re- 
mained a sum, which, although within the convenient ability 
of the company to continue, it was determined should be re- 
duced as rapidly as practicable, from the earnings. It was, 
therefore, deemed the proper policy to recommend the divi- 
dend as stated. This course was pursued, although the debt 
was incurred entirely for purposes of construction and capital. 
It was also remarked that the spring dividend having been 5 
per cent., the present dividend would make 8 per cent. for the 
current calendar year. The resolution was unanimously adopt- 
ed. 
It was also resolved to pay no dividend on the Washington 
Branch stock, in view of the continued claim of the State to 
20 per cent. of the gross passenger receipts. 

he resignation of Col. Sharp as Master of Transportation 
was received and accepted. . 


Boston, Hoosac Tunnel & Western. 

This company has completed an organization in New York 
and has, itis said, already begun work on its proposed line 
from the Hudson River eastward to Eagle Bridge. It is under- 
stood that the Troy & Boston has declined to make any terms 
with the new corporation for the use of its track from Eagle 
Bridge to the Hoosac Tunnel, so that it will be necessary to 
build a new road all the way to the tunnel. 


Burlington, Monmouth & Illinois River. 

At a recent meeting the directors resolved to begin work at 
once on this road. A final survey and location of the road was 
ordered to be made and a committee was appointed to secure 
the right of way. 

Oalifornia Pacific. 

Work has been begun on a branch from Suisun, Cal., south- 

west to Benicia, about 18 miles. 


Qanadian Pacific. 
An engine and construction train has been received at St. 
Boniface, Manitoba, by way of the Red River, and tracklaying 
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bas been begun on the branch line frem that point southward 
to Pembina, on the Minnesota line. 


Cairo & St. Louis. 

The tunnel north of Jonesboro, D., on this 
caved in, all traffic on the southern end of the road 
Semporerily stopped. The regular trains arerun between East 
St. Louis and a but no trains are run south of the 
last named place. is has caused some local inconvenience. 
and there is a good deal of complaint at the management of 
the road, as it is stated that er trains at least could 
easily be run by transferring at the tunnel. The company has 
a considerable force employed at the tunnel, and hopes to run 
trains through it again in about three weeks. 


Oayuga. 

It is stated that this road has been transferred by the par 
chasers at the recent foreclosure sale to the Lehigh Valley 
Company. Tbe road is 38 miles long, from Sham, B. Sas to 
Cayuga Bridge; has been built several years and has twice 
sold under foreclosure, once under the second and lately under 
the first mortgage. 


Central, of New Jersey. 

poles =e Deamep Seles Canal, be od by this 
company, bas been suspen e giving way of the e- 
ducis over Kintner’s Creek and Durham Creek, south of Easton, 
Pa. Both gave way in consequence of the failure of the abut- 
ments, the foundations of which had been badly washed durin 
the recent freshets. The cost of repairing the damage is esti- 
mated at $30,000 and it is thought that the new aqu ts can- 
not be completed in time to resume navigation this season. 

An order was filed in the office of the Court of Chancery of 
New Jersey, Oct. 18, authorizing Receiver Lathrcep to aupdnally 
reduce and finally liquidate certain debts over one on dol- 
lars against the company, by partial payment of interest and 
princip»s1, and providing for the manner and time of such pay- 
ment. The creditors have in their possession sec. nd-mortgage 
bonds as collateral security for the payment of such debts. 


Oherokee. 

Local papers report that the suits against this company have 
been compromised, the agreement providing for the extension 
of the road from Rockmart, Ga., west to town, about 15 
miles. 

Chicago & Southwestern. 

In the Circuit Court of Buchanan County, Mo., Oct. 16, in the 
suit of. Mr. T. O, A. M. Van Weel, judgment was ordered to be 
entered for the plaintiff, with a decree of foreclosure of the 
mortgage on the Atchison Branch. The mortgage is for 
$1,000,000, and the bonds and accrued interest amount to about 
$1,376,250. The suit is notable from the fact that it was 
brought and carried through = Van Weel simply as the 
individual owner of a single $1, 


College Hill. 

An extension of this narrow-gauge suburban road from Col- 
lege Hill, O., to Mount Pleasant, three miles, has been com- 
pleted and was opened for traffic Oct. 13, making the road 6% 
miles long, from the junction with the Cincinnati, Hamilton & 
Dayton in Cincinnati to Mount Pleasant. The extension was 
built by some large property-owners on the line for the pur- 
pose of opening their lands to settlement. 


Connecticut Valley. 

The managers of this road are trying to make arrangements 
fora regular steamboat line between anes Conn., and 
New York. They are also, it is sai to make some 
agreement as to rates and a division of business from the river 
towns with the Hartford & New York Steamboat Company. The 
competition between the railroad and the boats is so svarp. 
that there is now little or no profit in the business. 


Qincinnati, Sandusky & Oleveland. 

At a meeting of the seond-weeetanee bondholders in Boston, 
Oct. 12, President Farlow submit e company’s plan, under 
which several coupons on the first-mortgage bonds are to be 
funded and the interest reduced from 7 to 6 per cent., and the 
second-mortgage bondholders are asked to a preferred 
stock for 60 per cent. of their claims. A ey on was also 

resented from the holders of securities of the leased Colum- 

us, Springfield & Cincinnati road, off to take interest- 
bearing scrip for the arrears of rent due, and to accept 25 per 
cent. of the gross earnings as rental for the next three years. 
Another proposition was preserted, providing for the funding 
of one-half the coupons for six years and a new lease of the 
Columbus road. e meeting took no final action, but ap- 
pointed a committee to confer with the other ders. 


Oincinnati Southern. 

The common carrier company, which is working the com- 
pleted portion of the road, on Oct. 16 turned over to the board 
of trustees $32,128 as the share of the first quarter’s coxaiogs 
belonging to the city of Cincinnati. This is taken to indica 
a very fair business, considering the present circumstances of 
the road. 

hester & Lenoir. 

Obeet grading was completed last week from the present ter- 


having 
been 


minus at Dallas, N. C., north 15 miles to the na Central 

crossing at Lincolaton. The chiefly conyicts, 

has been put at work between Lincoln Newton. 

Ohicago & Pacific. 

The Receiver’s report for July and August is as follows : 

Cash balance, FuUly Be ccscccccccces ccccccscosenencesictsseesd $8,479 91 

Freight and passenger accounts.............s-ce-eeesecrees 81,130 34 

Express, mail and other accounts.......000.  seeeseeseus 3,603 00 
ONT ee Bo ELE BE $43,113 95 

Ee TTP ot eS ooveds 32,570 13 


Balance, Sept. 1.......... sreeee cee ee «$10,543 12 


The receipts exceeded the disbursements by $2,063.21. The 
payments included $4,401.66 on loan certificates and interest 
and $1,817.03 on the Chicago & Northwestern crossing at Elgin. 


Danbury & Norwalk. 

It is reported that the Housatonic Railroad Company has 
offered to lease this road, and that negotiations are in progress. 
The object of the Housatonic Company is to do away with 
some local competition, and also to prevent the Ban - 
tension of the Danbury & Norwalk road north to New rd. 


Detroit & Milwaukee. 
Conferences between the bondholders as to the reorganiza- 
tion of the company have been resumed in Detroit. The 
lish bondholders have —— hed their tative to de- 
cline the properties ma A some of American bond- 
holders to buy the road for $500,000 cash and $4,000,000 in new 
5 per cent. bonds. 
he conference has finally resulted in an agreement on a 
a to be submitted to bondholders for their aj the 
eading points of this plan being that the and second 
mortgage and coupon bonds shall be considered as on an yee 
footing. A committee is to be appeinted to bring the 
closure proceedings to a conclusion, to buy in the road when 
sold and to organize a new company. This new company is to 
issue $1,500,000 stock and $5,000,000 bonds ; $2,000. of the 
bonds to be a first lien on the road and to be used in paying 
the underlying divisional mortgages on the the 
pm a el pen og —-) and } bs tbe road and 
equipment in order. e remaining , 
the stock are to be divided 


joining in the t, the agreement to be kept open for 
tures until ten days before the ee ae fixed 

pate meg y th Rn Sa f th soot ty oon os 
receive any offer for the of the y other e8, 
such offer, if made, to be submitted as soon as possib 
meeting of bondholders to be called for the purpose. 
Dividends. 

Dividends have been declared as follows: 

Baltimore & Ohio, Main Stem, 3 ‘od cent., semi-annual, pay- 
able Nov. 15. The usual dividend been 5 io cent. 

Panama, 3 per cent., quarterly, payable Nov. 1. Transfer 
books close Oct. 20. 


East-Bound Freight Agreement. 

The companies which signed the ent to maintain 
east-bound rates and to request the lines to enforce them 
are pepetiet to have been as follows: Atlantic & Great West- 
ern ; e Shore & Michigan Southern ; Michi Central ; 
Grand Trunk ; Great Western of Canada ; Southern ; 
Flint & Pere Marquette ; Wabash ; Cleveland, Columbus, Cin- 
cinnati & Indianapolis ; Pittsburgh, Cincinnati & St. Louis ; 
Pittsburgh, Fort Wayne & Chicago; Baltimore, Pittsburgh & 
Chicago; Jeffersonville, Madison & Indi lis; uisville, 
Cincinnati & Lexington; Ohio & Mississippi; Chicago 
Alton; Chicago & Northwestern; Chicago, burlington & 
Quincy; Chica so, Milwaukee & St. Paul ; Chicago, Rock Island 
& Pacific ; Chicago & Paducah ; Kansas Pacific ; St. Louis & 


8 | San Francisco ; St. Louis & Southeastern ; St. Louis, Iron 


Mountain & Southern ; Evansville, Terre Haute & Chicago ; 
Louisville & Nashville & Great Southern; Indianapolis, Peru 
& Chicago ; Chicago, Burlington & Quincy ; Indianapolis, 
Bloomington & Western ; Toledo; Peoria & Warsaw ; Marietta 
& Cincinnati ; St. Louis, Vandalia & Terre Haute. 

A committee appointed to consider the method of enforcing 
the agreement, or of investigating c es of cutting rates, 
consists of J. N. M h, Vice-President Pittsburgh, Cin- 
cinnati & St. Louis; John Newell, General Manager Lake 
Shore & Michigan Southern ; H. B. Ledyard, General Manager 
Michigan Central; J. C. McM General Superintendent 
Chicago & Alton; A. L. Hopkins, Manager Wabash 
Railway ; John E. Simpson, General ee Indianapolis & 
St. Louis ; John King, Jr., Vice-President Baltimore & Ohio, 
and J. H. Devereux, Kessttver Atlantic & Great Western. 

Erie, 

Work has been begun on the second track between Canisteo, 
N. Y., and Addison, 12 miles. This section will complete the 
second track over the whole of the Susquehanna Division. 


Farmers’ Union. 

This company has had for some time a section of road laid 
with wooden rails, extending some eight miles west and 12 
miles east from Liscomb on the Central road, in Marshall 
County, Ia. It is now reported that the company has resolved 
to lay its road with iron rails and to begin an extension east- 
ward with the intention of ee to the Mississippi at Belle- 
vue, seme 135 miles east of Liscomb. 


Foreclosure Sales. 
The sale of the New Jersey Southern has been again post- 
poned, this time to Nov. 8, at Long Branch, N. J. 


Gilbert Elevated. 

The New York Supreme Court has eye an application for 
astay of proceedings on the part of the Sixth Avenue Railroad 
Company to prevent the Gilbert Company from going on with 
the work on its road. This decision will allow the Gilbert 
Company to resume work at once, on giving bonds for dam- 
ages. 


Hannibal & 8t. Joseph. 

Argument on the Morse petition for the appointment ofa 
receiver was heard before the Missouri Circuit Court at Chilli- 
cothe, Oct. 10. The Court subsequently pustponed action until 
Nov. 14, requiring the company meantime to file an exhibit of 
its financial affairs since 1870. 


Harlem Extension, 

A dispatch from Bennington, Vt., — that the bondholders 
who have possession of the section of this road from Benning- 
ton to Chatham Four Corners, N. Y., the old Lebanon Springs 
road, have concluded an amicable settlement with the towns 
along the line of the difficulties relating to the taxes on the 
road. Arrangements are being made to resume operations on 
the road, and trains were to begin running again this week. 
The closing of the road for several weeks has caused a good 
deal of inconvenience to the towns, in some of which are 
quarries shi = rail, while others send some milk and a 
good deal of butter to market. 


Hastings & Dakota. 

A contract has been let to R. B. Lengien of Minneapolis, 
and D. C. Shepard, of St. Paul, Minn., for the grading of an 
extension of this road for 30 miles westward from the present 
terminus at Glencoe, Minn., the work to be completed this 
year. The completed section of the road, from ope to 
Glencoe, is owned by the Chicago, Milwaukee & St. Paul, but 
the extension is to be puilt by the Hastings & Dakota Gom- 
= . which still retains its corporate existence, but is con- 

thea by the Chicago, Milwaukee & St. Paul. It is said that 
the present intention is to build the entire distance, 115 miles, 
westward to the Dakota line, in order to secure the land grant. 
Indianapolis, Peru & Chicago. 

This company’s bridge over the Wabash River at Peru, Ind., 
was destroyed by fire Oct. 11, the loss being estimated at 
$20,000, besides the damage resulting from interruption to 
traftic. The bridge is believed to have caught fire from sparks 
from an engine. 


Lake Shore & Michigan Southern. 

In the United States Supreme Court last week argument was 
had in the case of the Stateof Ohio against this company, on 
appeal from the Supreme Court of Ohio. The tat issue is 
whether the present company retains all the c rights 
of the original a included in it by consolidation, the 
company claiming that it has all those mghts and that the at- 
tempt of the State to subject it to general laws is a breach of 
contract. The State holds that the consolidation created a new 
corporation, bound by all subsequent enactments, and this 
view was a by the State Courts. The suit grows out 
of an attempt of the company to collect passenger fares in ex- 
cess of the 8 cents per mile allowed by the law of 1873. 

The company has completed the c eof gauge from 4 ft. 
9% in. to 4 ft. 8% in., and announces that it is now to 


receive any cars that habitually run on this stan auge. 
Heretofore only those 4 ft. 84% in. cars which have tread 
wheels could be received. 

Levis & Kennebec. 


The Quebec courts have issued a writ givi ion of 
this road to the representatives of the bondho! Png most of 
whom reside in England. The contractors, La Rochelle & 
Scott, who have been ru’ the road, attempted to retain 
possession by force, but were ly defeated. ey have been 
allowed, however, to continue to work the road, on giving 
proper security. 
Louisville, New Albany & Chicago. 

The case of Putnam and others against Bill, Trustee, was 
heard last week in the United States Supreme Court, on an 





appeal from the Circuit Court. The appeal is an attempt to 
pet saidde the foreclosure and sale of this soad, on the greunde 


that the provisions of the mor were disregarded th 
devon. ant thah thorn Wes Setanta ths peeteelnnen coe ‘ 
technical errors are also alleged. 


Louisville, Cincinnati & Lexington. 

The purchasers at the recent foreclosure 
ott & Eesington Ealirend Gumpany. ‘the sneerpahanes ape 
na’ xi my. 6 tors are 
E. D. Sayre, —_ ag M. C. Johnson, Ed. Thompson, F. P 
Schmitt, G. J. B. Wilder, George e, John B. 
Bangs, W. C. Hite, W. Anderson, Charles Tilden Ja- 
cob Eten Sr., Edward Wilder, Jacob ‘Peter, R. J. Thomas, 
Samuel A. Miller and W. B. well. The articles of incorpo- 
ration provide for the issue of $600,000 common and $1,500,000 
preferred stock, and $1,000,000 bonds, besides the $3,107,000 
old bonds remaining on the road, to which the new issue of 
bonds will be, of course, subordinate. The new bonds and 
stock are to be excha for those of the former securities 
which were e by the sale, and whose owners joined 
in the purchase of the road. The company retains the right to 
retire the preferred stock by purchase at any time within ten 
years. 

Maryland & Delaware. 

The United States Circuit Court has granted a decree of fore- 
closure of the first mortgage on the section of this road which 
is in the State of Delaware. A similar decree for the road in 
Maryland was granted some time ago. 


Memphis & Little Rook. 

The 8t. Louis Republican reports a conference in that cit 
ee ~ of of one -_ the St. Louis, ines 

oun uthern, usting, if ible, 
the differences between the wae ante. the througt Texas busi. 
ness, and whether any of it should be allowed to go over the 
Little Rock road. 

Michigan Air Line. 

At the same time that the Western Division of this road, 
from Jackson to Niles, was built and leased to the Michigan 
Central, the Eastern Division was built from Ridgeway, Mich., 
on A Grand Trunk, east by south = ee, 21 ae A 
separate mortgage was placed upon this tern on, 
which was afterwards foreclosed and the road sold to Young 
& Co., the contractors who built it, and who owned most of 
the bonds. They organized a new company, known as the 
Michigan Air Line Railway Company, which now operates the 
road. Last week a suit was begun in the United States Cir- 
cuit Court by some of the stockholders of the original Air Line 
Company to set aside the foreclosure and sale, on the ground 
that the mortgage was executed by some of the directors 
fraudulently and without authority from the stockholders, 
Ohio & Mississippi. 

The annual meeting in Cincinnati, Oct. 11, resulted in a uplit 
and the election of two boards. e Baltimore or Garrett 

ty controlled the organization of the meeting and decided 

accept no proxies e t those accompanied by the certifi- 
cates, on the d that the iy ayn of the company 
does not show the transfers made for nearly a year past. This 
ruled out most of the proxies held by the committee of stock- 
holders from New York, and, after filing a protest, they with- 
drew and organized another meeting. The New York ty 
clam that the requirement that certificates be shows 
with the proxies was adoptod in order to rule them out, as 
they, having no previous notice, could not comply with it, On 
the other hand the Baltimore party claim that many of the 
New York proxies were from parties who have really sold their 
stock, although it is still in their names on the transfer books, 
and that they only wanted to control the election for specu- 
lative purposes. The Baltimore party further claim to hold 
the controlling interest. The claims of the two boards will 
probably have to be settled in the courts. 


Olean, Bradford & Warren. 

This rs ae J has recently been organized to build a nar- 
row-gauge from Bradford, Pa., on the Bradford Branch of 
the Erie, to Gillmor City, on Foster Brook, in the new Brad- 
ford oil region. 


Pacific Railroads and the Government. 

In the suit brought by the United States to recover from the 
Central Pacific Company 5 per cent. of the net earnings from 
the completion of the road, the Circuit Court at San Francisco 
has decided one main point in favor of the company, holdi 
that the date of the completion of the road was Oct. 1, 1874, 
when it was finally ted by the Government, and not July 
15, 1869, as claimed by Government. The case will proba- 
bly be carried up to the Supreme Court. 

Penn Yan & New York 

This won a which was lately organized to build a railroad 
from Penn Yan, N to Dresden to connect with the Syra- 
cuse, Geneva road. is negotiating fo. the hase 
from the State of the Crooked Lake Canal, which is 74% miles 
long and occupies nearly the line of the proposed road. 
Philadelphia & Oape Seg Sheet Line. 

Work on the grading of projected line from Camden, N. 
J., to Cape May, was last week at Vineland, N. J., and 
also at Newfield and W: town. It is, we believe, to be of 
8 ft. 6 in. gauge, the same as the Philadelphia & Atlantic City, 
and is to connect with that road near Camden, using its trac 
into that city. 


Saginaw & Olare Oounty. 

is company recently filed articles of association in Michi- 
an for the purpose of building a railroad from some point on 
e Flint & Pere Marquette between Clare and Farwell stations 

north to Lake George in Clare County. The capital stock is 

fixed at $60,000. 


St. Paul & Pacific. 

Our Amsterdam correspondeut writes under date of Oct. 1: 
“ The St. Paul & Pacific Committee publishes to-day that par- 
ties in Canada & Minnesota have offered to buy the majority 
of all the different bonds of this road now in trust with the 
committee, and will Pay for the first section ($1,200,000) loan, 
Branch Line, 70 ; for the consolidated ($2,800,000) loan, 26; 
for the second section Main Line loan of $3,000,000, 27% ; for 
the $6 000,000 loan (1869), 32, and for the St. Vincent and 
Brainerd Extension bonds, 1344 per cent. of the nominal value 
(including all due and current interest), to be payable in cur- 
rency in London, within two months after the approval is 
known in America. The holders of certificates must declare 
their approval by 3 p. m. of Oct. 8. The purchasers will also 

= es of the Barnes-Breckenridge Connection at the 
ice of issue.” 


Syracuse, Geneva & Corning. 

The tracklayers from Geneva south reached Watkins Glen, 37 
miles, Oct. 11. This completes as track had pre- 
vio’ been laid from Corning north to Watkins Glen. e 
road will bh bou 


sale have filed arti- 


n, N. Y., 
& 


Gopere? roads to the south and the New York Central on the 
nor The road is 57 miles long, from Corning, N. Y., to 
Geneva, and has been built chiefly to carry coal to the New 
York Central from the mines in Tioga County, Pa. 

The —y 4 over Watkins Give, Os largest work on the road, 
is 450 feet long, a riveted lattice bridge carried on iron towers, 





the height from water level in the Glen to the track being 150 
feet. ing at the south end there is one span of 35 feet; 
then one of 140 feet; then one of 20 feet, over tower; then one 
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of 120 feet, then one of 35, and four of 25 feet each. The 
bridge was built by the Niagara Bridge Works, of Buffalo. 


The General Time Convention. 

The General Time Convention met in New York, Oct. 12, and 
remained in session two days, Mr. E. 8. Flint, of the Cleveland, 
Columbus, Cincinnati & ianapolis, ping. and W. F. 
Allen, of the Official Guide, acting as Secretary. The winter 
schedule of through trains, as arranged by a committee and 
adopted by the convention, is ——.,. e same as that of 


last winter. It was resolved to hold the spring meeting in 
New York in April next. 


Umatilla & Blue Mountain. 

A company has been organized under this name for the pur- 

se of puilding a railroad from Umatilla, Oregon, on the Co- 
umbia River, east by south to La Grande, in the Grande Ronde 
Valley, a distance of about 80 miles. Surveys of the road have 
been be n, and a considerable amount is subscribed to the 
stock. It is said that a responsible contracting firm has offered 
to build the road and take pay for the iron and equipment in 
bonds, provided the people along the line will raise enough to 
build the first 10 miles complete, and grade the rest of the 
road. The road would ish an outlet to the Columbia for 
the best settled and most fertile section of Eastern Oregon. 


Utah Northern. 

The Salt Lake Herald of Oct. 6 says: ‘‘ The Union Pacific 
magnates, Sidney Dillon, Jay Gould and 8. H. H. Clark, were 
in Salt Lake City Thursday, having come down from Ogden on 
a business visit in connection with the Utah Northern Rail- 
road. On the occasion of the visit of these gentlemen last 
Summer negotiations began, looking to the Union Pacific as- 
suming control of the Northern, and extending it toward Mon- 
tana so as to control the carrying trade. he negotiations 
were concluded Thursday, the necessary — receiving the 
signatures of the Union Pacific officials. e Utah Northern 
is to be extended northward for some distance, the intention 
being to have the winier terminus somewhere in the vicinity 
of Fort Hall. Contracts will be let and work commenced im- 
mediately, and by the time the grade is ready the rails will be 
on the ground. There is a quantity of rails already at hand, 
besides a vast number of ties. Probably within a few weeks 
the engine will be running beyond Franklin, and by the time 
snow falls and winter sets in 25 or 30 miles of additional road 
will be in use. This is a death blow to the fortunes of Corinne, 
which has heretofore largely controlled the Montana freight 
business. The Union Pacific, having the control of the North- 
ern, will hereafter force northern freight over that line, leav- 
ing Corinne out in the cold, a mere way station of the Central 
Pacific. It is probable that the completed line of the Utah 
Northern may be changed hereafter in some places, but no al- 
terations are to be made this season.” 


West-Bound Freight Olassification. 
For several years past the trunk lines have made special 
class lower than the four old classes, in which were included 
comparatively few articles, but among them some of the largest 
items of west-bound tonnage, such as sugar and coffee. This 
we believe was due to the competition of the different ports, 
and especially of Baltimore, which has a large trade in sugar 
and coffee, and whose competition in these staples was at one 
time severely felt, or at least complained of, by New York mer- 
chants. The articles in this special class were: Bleaching 
salts in casks, caustic soda in iron casks, cement, clay, codfish 
(salt), coffee in sacks, car wheels in car-loads, crockery in 
crates or hogsheads at owner’s risk, herring in hogsheads, iron 
beams in car-loads, iron pipe in car-loads, jate butts, marble dust 
in barrels, mackerel (salt), pig lead, plaster, railroad iron, rice, 
rosin, salt in bags or barrels, scrap iron in car-loads, syrup at 
owner’s risk of leakage, spiegel iron loose or in casks, soda ash, 
sugar, tar, tin (plate, pig and bar), window glass, wire in 
bundles (fence and er All these articles go into the 
fourth class, and become subject to the rate of that class. 


Whitewater Valley. 

By a decree of the United States Circuit Court holders of 
bonds of the issue of Aug. 1, 1865, are required to present and 
prove the same before John D. Howland, Master, at his office 
in Indianapolis, Nov. 24, when their claims will be heard and 
passed upon. 

Wilmington & Reading. 

In the United States Circuit Court at Philadelphia, Oct. 13, 
on suit of the trustees under the mortgngs for ,000 on the 
extension from Birdsboro to Reading, a decree was entered di- 
recting an order of sale unless the amount of the bonds and 
overdue interest is paid within six days. As there is no possi- 
bility that the amount will be paid a decree of sale will doubt- 
less be entered next week. This decree will affect only the 
seven miles of the extension, as the main line from Wilming- 
ton to Birdsboro was sold some time ago under its first mort- 
gage and reorganized as the Wilmington & Northern. 








ANNUAL REPORTS. 


Michigan Central. 


The President’s report was published on page 452, Oct. 5. 

The General Superintendent's report is briefer than hereto- 

fore, and makes no separate statement of the earnings and ex- 

penses of the several leased lines. ht 
The balance sheet shows the following assets and liabilities : 
Assets: 

Construction............- Lian Rhsteh enemies ontas ake $28,285,746 50 

Construction on branches...... 4,630,229 33 






















Sundry securities and sleeping dap dibees 3... ccs. ces 733,312 14 
Equipment bond trustees...........+06. seeeeee 545,245 82 
Due from other roads. . ee 346,671 97 
Materials........... ‘ 229,035 83 
Sundry accounts...... 12,018 99 
Cag. .cccccrccccece Dwbe Sebisleiess ous beVSeewSboeccccnetes 107,560 39 

Total......c.c006 En dieddsceccdereSies ecerswessees $34,889,820 97 

Liabilities: 

Capital stock...... adseseens Bias we . - $18,738,204 00 
Bonds...... .- o 866 bcs0b 0sesderece ee ++ 13,191,000 00 
Bills payable.............. SibDh cbbee ia didobs otueeninsens 407,213 81 
Incomeaccount..........+ a Er ee eee 2,553,403 16 

Tete 00000 rcccnesce nape ne Sanneeensessse 90 phekes $34,889,820 97 


The amounts due from other companies represent advances 
to the Detroit & Bay City and the Chicago & Michigan Lake 
Shore companies, neither of which is able to meet the interest 
on its funded debt, so that this asset has little value. The 
item of construction on branches probably represents expendi- 
tures made on leased lines, which the lessee gets the benefit of 
so long as the leases last, but which the lessors would be 
unable to pay should the leases be broken, while they would 
form a lien subordinate to the bonds of those leased branches. 
These branches, however, are generally leased perpetually, so 
that a profitable expenditure on them may be of as much ad- 
vantage to the lessee as if it were made on its own road. 

The construction account of the line owned is at the rate of 
nearly $100,000 per mile of road. The capital stock is $65,979 
and the funded debt $46,447 per mile of road owned. a‘ 

The increases in assets during the last year are $298,882 in 
construction, 025 in construction of branches, of $32,478 in 
advances to the Detroit & Ba City, and of $12,733 of sleeping- 
car stock, or of $386,118 in all; while there are decreases of 


| 





$3,500 in * ee of $39,754 in “ on bonds : 
? 


trustees,” of $10,000 in advances to Chicago & Michigan Lake 


Shore, of $304,259 in materials on hand, of $194,659 in sundry 
accounts receivable, and of $114,636 in cash on hand—a total 
decrease of $666,808, showing a total decrease this side of the 
balance sheet of $280,690. In liabilities there is a decrease of 
$44,000 in bonds, of $449,307 in bills payable, of $47,755 in un- 
paid bills and coupons, and of $45,033 in unpaid vouchers, 
while there is an increase of $305,406 in the balance to credit of 
income account. 

The funded debt of the company, however, does not represent 
all its obligations. The company pays as rental the interest on 
$6,517,060 of the bonds of its von lines, and has also guaran- 
teed the interest on $424,000 Detroit & Bay City bonds. The 
total yearly interest payable on all the bonds for which the 
company is responsible is $1,660,630, which is at the rate of 
$2,066 per mile of road operated. 

The work done during the year, as reported by the General 
Superintendent, Mr. H. B. Ledyard, was: 





















































Engine Mileage : 1877. 1876. Inc. or Dec. P.¢. 
eee 1,580,381 1,817,970 Dec.. 237,589 13.1 
EE ee 3,222,726 2,936,445 Inc.. 286,281 9.8 
Switching............ 1,669,592 1,576,872 “ .. 92,720 5.9 
Miscellaneous........ 275,184 86,143 Dec.. 10,959 3.8 

NE ocnceneeuans 6,747,883 6,617,436 Inc.. 130,453 3.0 

Passenger Traffic: 1877. 1876. Inc. or Dec. P. c. 

No. through east...... 75,410 65,582 Inc.. 9,828 15.0 
* local east......... 629,597 663,377 Dec.. 33,780 5.1 
Total No. east,... 705,007 728,959 Dec.. 23,952 3.3 
Mileage through east. 21,416,440 18,625,288 Inc.. 2,791,152 15.0 
Mileage local east..... 20,637,748 21,431,509 Dec.. 793,761 3.7 
Total mileage east 42,054,188 40,056,797 Inc.. 1,997,391 5.0 
No. through west..... 87,390 65,557 Inc.. 21,833 33.3 
* local west...cedee 636,282 710,728 Dec.. 74,446 10.5 
“ emigrants........ 21,457 21,192 Inc.. 265 1.2 
Total No. west.... 745,129 797,477 Dec.. 52,348 6.5 
Mileage through west. 24,818,760 18,618,188 Inc.. 6,200,572 33.3 
Mileage loval west.... 20,863,779 12,154,376 Dec.. 1,290,597 5.8 
Emigrant mileage.... 6,093,788 6,018,528 Inc... 75,260 1.2 
Total mileage west 51,776,327 46,791,092 Inc.. 4,985,235 10.7 
Total No. passengers.. 1,450,136 1,526,436 Dec.. 76,300 5.0 
Total through pass. 

IE. ncace coscce 46,235,200 37,243,476 Iuc.. 8,991,724 24.1 
Total loval pass. mile- . 

cei tonnnn. odvtess 41,501,527 43,585,885 Dec.. 2,084,358 4.6 
Total pass. mileage... 93,830,515 86,847,889 Inc.. 6,982,626 8.0 

Freight Traffic: 

Tons through east.... 1,015,104 825,450 Inc. 189,654 43.0 
Tons local east........ 1,164,556 1,088,914 *“ 75,642 7.0 
Total tonseast.... 2,179,660 1,914,364 “ 265,296 13.8 
Tons through west... 330,543 268,193 “ 62,350 23.3 
Tous local west. ...... 546,183 503,691 “ 42,492 8.4 
Total tons west... 876,726 771,884 “ 104,842 13.6 
Total tons east and 

eer 3,056,386 2,686,248 370,138 13.7 
Tonnage mileage— 

Through east....... 277,192,475 225,084,935 Inc. .52,107,540 23.2 

Local east.......... 72,272,633  65,863,38) “ 6,409,252 9.8 

Total east........ 349,465,108 290,948,316 ‘“ 68,516,792 20.1 
Through west...... 92,098,130 15,375,540 ‘ 16,722,590 21.3 
Local west.......... 32,274,569 29,722,566 ‘ 2,552,003 8.6 

Total west........ 124,372,699 105,098,106 ‘ 19,274,593 18.3 

Total through........ 369,290,605 300,460,475 ‘“ 68,830,130 22.9 
Total local. ....ccccves 104,547,202 95,585,947 “ 8,961,255 9.4 

Total tonnage 

mileage,.........00 473,837,807 396,046,422 ‘ 177,791,385 19.6 


The earnings and expenses were given in the President’s re- 
port published heretofore. We copy the statement in the Su- 
perintendent’s report because it shows the expenses in detail: 

Earnings : 1877. 1876 Inc. or Dec. 


























> Fr. @ 

Freight...... . $4,158,887 32 $4,417,275 52 Dec..$258,388 20 5.9 
Passengers...... 2,026,265 44 2,138,233 41 Dec.. 111,967 97 5.2 
Maile. 00. cccose 94,220 04 108,433 06 Dec.. 14,213 02 13.1 
Express ........ 126,266 35 139,065 34 Dec.. 12,798 99 9.2 
Miscellaneous .. 92,487 61 47,956 73 Inc.. 44,530 88 92.7 
Total......$6,498,126 76 $6,850,964 06 Dec..$352,837 30 5.1 

Expenses : 

Road repairs.... $699,874 78 $720,872 38 Dec.. $20,997 60 2.9 
Bridge “ 31,345 71 23,161 16 Inc.. 8,184 55 35.3 
Feuce 6,203 58 9,791 34 Dec.. 3,587 76 36.6 
Building “ 36,526 59 76,788 97 Dec.. 40,262 38 652.1 
Water works re- 

PAITS. occ cccces 17,702 60 3,359 06 Inc.. 14,343 54 4927.0 
Dock repairs.... 15,310 32 14,736 52 Inc.. 573 80 3.9 
Locomotive re- 

7 311,694 81 335,332 86 Dec.. 23,638 05 7.1 
Car repairs...... 315,624 16 412,689 46 Dec.. 97,065 30 23.5 
Locomotive ser- 

Scataasenwes 423,231 62 422,781 30 Inc.. 450 32 0.1 
Train service... 425,537 43 390,160 21 Inc.. 35,377 22 9.1 
Station “ -- 652,871 89 578,547 89 Dec.. 25,676 00 44 
Water mM sade 9,361 13 15,115 97 Dec.. 5,754 84 38.1 
Generalexpenses 178,646 64 195,266 85 Dec.. 16,620 21 8.F 

egal sas 19,150 99 17,976 58 Inc.. 1,174 41 6.5 
Miscellaneous ex- 

er 9,526 17 6,359 73 Inc 3,166 44 49.8 
Foreign agen- 

ar 155,843 40 177,839 53 Dec.. 21,996 13 12.4 
Telegraphing ... 71,525 30 82,271 92 Dec.. 10,746 61 13.1 
Fuelconsumed,.. 632,803 31 614,768 04 Inc.. 18,035 27 2.9 
iionsasaess 31,137 66 20,616 73 Inc.. 10,62093 651.7 
Track rental.... 63,342 24 110,396 40 Dec.. 47,054 16 42.8 
Oil and waste... 85,459 21 79,803 41 Inc 5,655 80 71 
Stationery...... 27,973 93 31,212 73 Dec.. 3,238 80 104 
Printing and ad- 

vertising...... 22,112 31 23,550 81 Dec.. 1,438 50 6.1 
Loss and dam- 

age, treight ... 25,814 49 44,116 58 Dec.. 18,302 09 41.6 
Loss and dam- 

age, miscella- 

NEOUS........ 5,544 94 21,039 18 Dec.. 15,494 24 13.8 
Stock killed and 

injured ....... 4,267 12 1,611 77 Inc.. 2,655 35 164.8 
Injuries to per- 

SODS...... 15,642 35 11,696 26 Inc.. 3,946 09 933.7 
Car mileage..... 202,912 71 144,514 34 @inc.. 58,398 37 404 
Commissions.... 32,963 98 20,801 19 Inc.. 12,162 79 58.5 
Ce aT eee 23,011 18 Dec.. 23,011 13 100.0 
Interest ........ 9,614 65 6,135 44 Inc.. 3,479 21 56.7 

J RRR $4,439,521 02 $4,636,225 73 Dec..$196,704 71 4.3 
ea Be 266,921 04 166,676 50 Inc.. 100,244 54 60.1 
Total expenses 

and taxes..... $4,706,442 06 $4,802,902 23 Dec.. $96,460 17 2.1 

Net earnings.... 1,791,684 70 2,048,061 83 Dec.. 25637713 12.5 


The decrease in maintenance expenses is about 10 per cent. 
it is very large in car repairs and small in road repairs. The 
total decrease of 4.3 per cent. in working expenses proper is 
made with an increase of 8 per cent. in passenger traffic and of 
19%% per cent. in freight traffic, which, however, was conducted 
with an increase of only 3 per cent. in engine mileage. 

The average passenger train consisted of 4.85 cars and car- 
ried 59.4 passengers in 1876-77, against 4.19 cars and 47.8 pas- 
sengers in 1875-76. The average freight train consisted of 
20.39 cars and carried 147 tons of freight in 1876-77, against 
18.69 cars and 135 tons of freight in 1875-76. 

The average rates received per passenger and per ton of 
freight per mile were, in cents : 








Passengers : 1877. 1876. 
ROME CORE. 0.0. cc ccccccccccceséucveesscoweabesessee 2.14 
BEE Gs oc cc cc cccre ccceecsceccscscncceccnsbeessese 2.93 

SEE errr Oe, oe eee 5 2.56 
Through west........ . 2.21 
en ana eee h turela danas «c2acmeeaomeneas y 2.91 
MAIQPATE. cc cscccccese socccccccccctcccsccees ereecece 0.92 0.94 

WO NR in cdcctves scctsh tivarcecstiiclvs canoes 2.04 2.38 
WOT GE ONG WONG ies os hn ckd thescclaccdcdedle beds 2.16 2.46 

Freight: 

CIR 6 css dane wpsdsbisd Haves ckbWseb Has Dhow 0.63 0.82 
BO Ns che dicdcckwisebhcstdebhedascsvhe Xd Saslaas 1.67 1.88 

Total east........ 4 1.06 
Through west... ... 0.78 
TE iis bc ce cncscctcomecutesées snene onntd obdeds 2.55 

PIs 6hetre «ho ttbine o60esn pinion digs dkh agains "1.28 
i c0085 0.0.00, cetepe snennemepaha kane weaves 0.60 
DML ¢tabcndconescedenepes. 2000560006 52 terecane 2.09 
Total east and west, through and local 1.12 





There was thus a decrease of 1244 per cent. in the average 
passenger rate, and of 21% per cent. in the average freight 
rate. 

The income account for the last year shows the following 
income and its disposition: 


PVG satis apt dcvccccvctesce | cencecds shcdsedeesws $1,791,684 70 
Interest and dividends from investments............... 145,591 14 

Me nocnn. 0800 \ccnetarhneaged Sabataener, 0a secenhiie’ $1,937,275 84 
Paid— 

Interest on main line bonds................ $769,440 

bad os leased lines bonds.......... 678, 
Rentals of leased lines................2008- 184,2 
———- 1,631,870 00 

Balance credited income account...........seecesececees $306,405 84 


This excess of net earnings over fixed charges represents the 
income of the stockholders. It is equivalent to a dividend of 
1.63 per cent. on the capital stock. If was actually devoted 
to reducing the floating debt. 


Western Union Telegraph. 


The report of this company for the year ending June 30, 
1877, gives the following statement of the property of the com- 
pany at the close of the last two fiscal years: 








1877. 1876. Increase P.c. 

BOD OE BRD esecessctsccce 76,955 73,532 3,423 4.6 

Miles of wire. .........cees 194,323 183,832 10,491 5.7 

Number of offices.......... 7,500 7,072 428 6.0 

The stock and debt of the company is as follows: 

UR aula slots nits Sh asicin 5 0s hibe dee o's bbs Wa cena Gea ueh LS $41,073,410 
Gold building bonds, 7 per cent................- $1,498,000 
Sterling bonds, 6 per cent.............seseeceeces 991,440 
Currency bonds, 7 per cent.........0ececcccecces 3,959,000 

— 6,448,440 

| aT eine $47,521,850 


€ company owns $7,255,335 of its own stcck and the vari- 
ous sinking funds amount to $209,401.78. The stock outstand- 
ing ($33,818,075) is $439 per mile of line and $175 per mile of 
wire; the funded debt $84 per mile of line and $33 per mile of 
wire. The annual interest charge is $441,476.40, of which 
$164,346.40 is payable in gold. During the year the outstand- 
ing stock was increased by $16,900, issued in exchange for 
stock of leased companies. 
The number of messages transmitted, with the average re- 
ceipt per message, was as follows: 


1876-77. 1875-76. Inc. or Dec. P.c. 

Number of messages..... 21,153,941 18,729,567 Inc ..2,429,374 12.9 

Av. receipt per message.. 43.6 cts. 50.9 cts. Dec.. 7.3cts. 14.3 

Av. cost per message..... 29.8 “ $3.5 “ Dec... 3.7 “ 11.0 
Av. net receipt per mes- 

OBirc0 00 28500 conceee 13.8 *“ 174° Dec... 34 “ 19.5 


Press reports sent are included in the number of messages, 
being reduced to messages on the basis of 30 words per mes- 
sage. The number of money transfers by telegraph during the 
year was 38,669. The amount transferred thereby was $2,464,- 
172.82, and the revenue accruing to the company was $92,364.93 
—being a decrease of revenue, as compared with the preceding 
year, of $7,272.96, or about 7.25 per cent. 

The earnings for the year were as follows: 








1876-77. 1875-76. Inc. or Dec, P.c. 

Gross earnings... $9,812,352 61 $10,044,983 66 Dec..$222,631 05 2.2 

Expenses........ 6,972,224 94 6,635,473 69 Inc.. 386,751 25 0.6 

Net earnings... $3,140,127 67 $3,399,509 97 Dec..$259,382 30 76 
Per cent. of ex- 


penses 68.00 66.12 Inc.. 1.88 2.8 

The rentals of leased lines are included in the expenses. 
The expenses of maintenance of line were $865,447.89, of which 
$531,068.35 were for repairs and $334,379.54 for reconstruction 
of lines. Included in expenses also is $91,342.15 for new in- 
struments and apparatus. The gross earnings were approx- 
imately $130.41 per mile of line and $51.90 per mile of wire ; 
the net earnings, $41.73 per mile of line, and $16.61 per mile of 
wire. 

The International Ocean Telegraph Company, in which the 
Western Union holds $1,038,500 stock, has a capital stock of 
$1,500,000, and a bonded debt of $237,996. Its earnings for the 
year were $314,136.99 ; expenses, $67,326.73 ; profits, $246,810.26. 

The income account of the Western Union Company for the 
year was as follows : 








Net earnings.......... Raed ew ube beds decseibelae cues $3,140,127 67 
PMGSPORS OR DOMES... cccceccccccecccsccesses $454,685 08 
Sinking fund appropriations................. 80,005 35 
Dividends, four of 144 per cent. each........ 2,028,619 50 

. ————_ 2,563,309 93 

DUNITOR OF WOE DOTRNBD soc. 6i55s cdc cinsdndvcccdsccens $576,817 74 

Construction of new lines, additional wires, 

UN sin Ga dicicncudascinencesctqcedéedcoucell «-- $452,118 85 
Stock of leased lines purchased.............. 102,713 75 

F ———__ 554,832 60 





Balance to general income account $21,985 14 

The net profits of the company for the eleven years from the 

date of consolidation, July 1, 1866, have been $32,598,336.43. 
The report says : 

** Since the close of the year an arrangement has been con- 
cluded with the Atlantic & Pacific Telegraph Company for 
pooling the gross receipts of the business of the two companies 
and dividing them on the basis of 8734 per cent. of the com- 
bined receipts to the Western Union and 12%% per cent. to the 
Atlantic & Pacific Company. Subsequent to the completion of 
this arrangement the Western Union Compan urcha 
72,502 shares of the stock of the Atlantic & Pacific Telegraph 
Company at $25 per share, paying therefor 12,500 shares of 
Western Union stock and $912,550 in cash. The outstanding 
capital of the Atlantic & Pacific Company is $14,000,000, and is 
<epeenented by 140,000 shares of the par value of $100 each. 
When pending arrangements are fully consummated a common 
interest will govern the management of both companies, and it 
is expected that all the substential benefits of an actual con- 
solidation will accrue. With the cessation of the wasteful 
competition which has existed for several years past it will be 
practicable to arrange a system of tolls throughout the coun- 
try, which, while more remunerative to the companies, will 
also be more advantageous to the public, because the reduc- 
tions will pe more widely distributed. We shall also be en- 
abled to reduce expenses very materially by the introduction 
of many economies through the community of interests thus 
established between the two companies.” 








